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T.U.C. and Railway Nationalisation 


HE Trades Union Congress at Brighton has had a number 
of controversial subjects on its agenda. One of the clearest 
impressions which has emerged has been the determination 
of the T.U.C. to make its weight felt in its relations with 
the Government. As might have been expected, the subject 
of railway nationalisation did not escape the attention of dele- 
gates. Mr. J. Ben tead, Secretary of the National Union of 
Railwaymen, moved a resolution expressing concern at the 
“ probable financial terms of compensation” to be paid to 
shareholders of nationalised industries. He pointed out that the 
capital sum involved in the nationalisation of the railways was 
£1,100,000,000. Fixed charges placed on the railways might 
bring about one or both of two things—higher rates and fares 
to provide interest on capital, or bad working conditions inside 
the industry. He suggested that the railways were “ spending 
money hand over fist, putting forward their case against 
nationalisation ” with the object of suggesting that the industry 
was prosperous, so as to create an artificial case for high 
compensation. The prodigal spending to which Mr. Benstead 
referred will surprise a good many, for compared with some 
other industries, the railways appear to be indulging in singu- 
larly little expenditure in their campaign against nationalisation. 
* * * * 
A Great Interlocking Designer 


The death, recorded in our personal columns, of Mr. W. F. 
Burleigh, at the age of 95, has severed what must have been 
almost the last direct link with the early days of signalling de- 
velopment in this country. Mr. Burleigh, who was better known 
than others of his years might have been to present-day sig- 
nal engineers, in consequence of his having remained in active 
work until 1936, had spent the greater part of his career with 
Stevens & Sons, a firm no longer in existence, but the name of 
which remains inseparably associated with the tappet system 
of mechanical locking. When Waterloo terminus was enlarged 
and re-signalled in 1892, that firm, which had done work there 
before, was entrusted with the erection of the new “ A ™ signal 
box, and Mr. Burleigh was called on to design the considerable 
amount of direct and special interlocking necessitated by the 
use of the “ gear lever” principle, adopted to reduce the size 
of the apparatus. He applied special interlocking equipment 
which enabled a*236-lever frame to control a layout for which 
400 otherwise probably would have been necessary. 
With some modifications, that apparatus remained in use until 
1936, the year, incidentally, of its designer’s retirement, when 
it was replaced by power equipment His long experience 
made him an outstanding authority on all problems of inter- 
locking 


levers 


* 


Government Transport Plan? 

Mr. Roger Sewill, Director of the Road Haulage Association, 
told Portsmouth Chamber of Commerce last week that he had 
a shrewd idea of the Government’s proposals for nationalising 
transport. The present intention, he said, was to take over 
the railways, canals, and long-distance road transport, the term 
“long distance” comprising all vehicles operating more than 
about 25 miles from their base. To ensure that vehicles out- 
side the transport monopoly do not compete with it, it would 
seem that a similar system must be adopted to that which 
ruled in Nazi Germany, and there brought traffic to a stand- 
still. Under that system every vehicle with a limited radius 
of operation had to bear a distinguishing mark. It was a 
serious offence for any such vehicle to carry a load into or 
out of any zone not within its prescribed radius, save under 
most exceptional circumstances, and then only with the per- 
mission of a Government official. As to how this was going 
to be done, Mr. Sewill said that either the police would have 
to be diverted from their normal activities, or an army of 
inspectors must be created, as in Germany. 

& * * * 


The Five-Day Week in Industry 


The results of a survey of the effects of the introduction of 
the five-day week, sent to a number of firms, was published 
recently in The Times. Of 56 companies which made useful 
replies to a questionnaire sent to 129 undertakings, 19 are in 
London and 37 in the provinces. They include 21 firms en- 
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gaged in engineering, seven in textiles, five in food, five in 
the boot and shoe industry, two in clothing, two in printing, 
and 14 in miscellaneous industries. Twenty-two of the firms 
work a 45-hour week, 14 a 47 or 474-hour week, seven a 424- 
hour week, and in the remainder the hours vary from 40 to 454. 
Seventeen companies reported that the change had a good effect 
on production, 20 said that it had had no effect, and 18 made 
no comment. In 25 cases, absenteeism had been reduced, and 
ir 16, lateness of arrival was less. In one case overall pro- 
duction had risen by 12 per cent. Reduction in absenteeism 
in one case was from 34 to 4 per cent., and generally this 
seemed to be due largely to the elimination of Saturday 
morning work, especially where large numbers of women were 
employed. Many of the 19 firms which reported that the 
change had assisted recruitment, said the five-day week was 
especially attractive to women. One company reported a reduc- 
tion of 39 per cent. in certified sickness after a few months. 
* * . * 

F.B.I. on Government Relations with Industry 

The increasing use of trade associations as a means of 
organised contact between Government and industry is favoured 
by the Federation of British Industries, which has just issued 
a report drawn up by its Trade Organisation Committee. The 
report has been approved by the F.B.I. Grand Council and 
submitted to the President of the Board of Trade. Acknow- 
ledging that whatever Government was in power, intimate 
collaboration between Government and industry would be 
essential, particularly in re-establishing our economy on a 
peacetime footing, the report sets out three main method, of 
co-operation. These are: indirect contact with industry, ad- 
visory councils, and statutory industry boards. As to the first, 
it is strongly recommended that the Government should give 
official recognition to efficient trade associations and use them 
normally in dealing with the affairs of their industries as a 
whole. Trade associations should consider the advisability 
of initiating periodical meetings with the appropriate trade 
unions, at which general questions affecting the industry as a 
whole could be ventilated. Advisory trade councils should be 
appointed only after consultation with the industries, and their 
advisory functions should be emphasised. Great caution should 
be exercised in the appointment of statutory boards. 

* * * *, 

Central Uruguay Railway 

The operating resuits of the Central Uruguay Railway for 
the vear to June 30, 1946, were: 


1944-45 1945-46 
Gross reccipts £1,868,458 £2,088,655 £220,197 
Working expenses 1,852,824 1,846,999 5,825 
Net receipts san 15,634 241,656 226,022 


The increase in gross receipts was due to the higher tariffs 
introduced in August, 1945; a reduction in the price of fuel 
oil and its greater availability enabled appreciable economies to 
be made in locomotive fuel costs, but the advantage of this 
was offset largely by unavoidable increases in wages. Revenue 
account has been charged with £300,000 towards the cost of 
renewals, on which the actual expenditure was £383,982. The 
net revenue account shows a small surplus of £10,272 after 
charging interest (unpaid) on the 4} per cent. first and 5 per 
cent. second debenture stocks. This balance has been set off 
against the accrued deficit on net revenue account. leaving 
a debit balance of £736,599 to be carried forward. The report 
states that good progress has been made in renewing the Nico 
Perez line. and that 694 kilometres of track have been relaid 
completely during the year. Rails for a further 57} kilometres 
were distributed, and the cost thereof is included in the renewals 
expenditure already mentioned. 
* * * * 


Increasing Use of L.N.E.R. Coastal Route 


An interesting feature of the L.N.E.R. winter timetable is 
the greatly improved through service given to important centres 
of population which are not on the principal main lines. This 
applies particularly to the north-east coast route through 
Stockton-on-Tees, West Hartlepool, and Sunderland, which is 
now even better served in this respect than before the war. 
Hitherto, passengers from the south to Stockton and West 
Hartlepool usually had to change at both Darlington and 
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Eaglescliffe, though in recent years the position had been 
somewhat improved by through services between York and 
Middiesbrough. Now, a through restaurant-car express ri 
in the morning from Sunderland, West Hartlepool, and Sto 
ton to Kings Cross, returning at night as a dining-car train 
the buffet-car train from Colchester and the Eastern Countics 
to Newcastle travels by this route in the northbound directi 
though not in the southbound; and a third direct service 
from York to Stockton and the coast route carries a throuci 
portion from Bristol. Also, two through trains in each direc 
tion between Liverpool and Newcastle have been reinstated 
the Stockton and Sunderland line. The southbound service 
is not quite so ample, but in addition to the London breakfas: 
car express, one of the two sleeping-car services from Newca:t! 
to Kings Cross is routed via Sunderland, West Hartlepool, and 
Stockton. As compared with the previous two changes, thes 
Services cut so much time between Stockton and York that 
the average journey time of the very ample present train 
service between West Hartlepool, Stockton, and Kings Cross 
is only 10 min. slower than it was (excepting the streamline 
* Silver Jubilee *) before the war. 
* ~ * . 

Summer Time and International Travel 

One of the inconveniences to travel between Great Britain 
and the Continent during the spring and autumn is lack of 
uniformity of timetables, because of variations in the operation 
of Summer Time. At the recent European Conference of 
Timetables & Through Services at Montreux, a unanimous 
recommendation was passed that the dates of Summer Time 
operative in Great Britain should be adopted by the State 
which are parties to the conference. A list of these, and 
a summary of some of the more important decisions taken, are 
given elsewhere in this issue. If the recommendation is ap- 
proved by the various Governments, the British travelling 
public will be spared the inconvenience of having to conform 
to altered timetables during periods when the clocks of the 
various countries are out of step. At the conference, the Con- 
tinental countries were sympathetically inclined to the recom- 
mendation, and due consideration will be given to the matter 


as from the introduction of Summer Time in 1948. So far 


as next year is concerned, it was agreed that the operative 
date for the summer timetables should be May 4. 

* * * +. 
State Boards for Public Utilities 


In giving his first presidential address to the Omnibus Society 
on Friday last, Mr. Sidney Garcke, C.B.E., gave some intimate 
reminiscences of his long association with the road transport 
industry, describing the development of its organisation culmi- 
nating in the road powers granted to the railways in 1928, and 
the relationships between the railways and the bus companies 
which were evolved at lengthy conferences between Mr. Garcke. 
the late Mr. Walter Wolsey, the late Lord Stamp, and Sir Ralph 
Wedgwood. The railway shareholdings, he said, were really 
of minor importance compared with the setting up of the 
joint consultative committees which had fully justified them- 
selves. With regard to the future, he felt that the technical 
development of the vehicle had now reached that stage of 
excellence when further progress would be slower than in the 
past. Mr. Garcke was proud that it was on record that he 
had said as long ago as 1934 “Compromise is the essence 
of British politics. and the creation of State boards for the 
control of different public utilities is the compromise between 
capitalism and a socialist condition that may be expected from 
the British people.” At present this seemed to represent the 
trend of Government thought, and might easily prove to be 
the method adopted. 


x * * * 
A Way to Preserve Private Enterprise 


The achievements of private enterprise provided the keynote 
of the speeches at the Jubilee Dinner of the British Electric 
Traction Co. Ltd., held at the Savoy Hotel last Tuesday. Sir 
Robert Renwick, in proposing the toast of “ The B.E.T.,” said 
that the Government policy in relation to public utilities, 
whether transport, electricity, or gas, had a close affinity to 
the Nazi policy in 1938 and 1939. Unfortunately, those who 
were being led to the scaffold were often regarded as lepers. 
and were left to fight their battle against nationalisation alone. 
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More help might have been expected from other industries, 
and from the banks and insurance companies, as their turn 
would surely come in a policy of “one at a time.” Also, 
the Conservative Party missed a great opportunity at its recent 
conference when it failed to say that its policy would be to 
de-nationalise anything the present Government nationalised. 
Private enterprise had provided a system of transport and other 
public utilities in this country which was second to none, 
and it was difficult to see how the change from a board of 
directors, who knew their industries, to civil servants, who 
did not, would hardly benefit anyone, excepting those who 
wished to participate in what they had not built. 


* * * 4 


Swiss Railways Abandon Mechanical Signalling 


The general availability of electric power and extension of 
electric traction have led the management of the Swiss Federal 
Railways to review its policy in the matter of signalling instal- 
lations, and to consider whether, especially in view of the often 
difficult weather conditions in winter, it would be advantageous 
to extend the use of power signalling. In the last six years, it 
is understood, some fifty installations have been brought into 
service at small stations, in addition to important installations 
at Neuchatel and other junctions. As the results have been 
uniformly satisfactory, it has been decided that no more 
mechanical signalling installations shall be put in, and that 
as the existing equipment falls due for renewal or requires con- 
siderable modification, it shall be replaced by power signalling. 
Electrical interlocking already has replaced mechanical in 
numerous instances, and the use of independent shunt signals, 
provided for the first time at Neuchatel, appears likely to be 
extended generally. 


* * * * 


“ Liberation” Locomotives in Service 


The last of the 110 “Liberation” locomotives built by the 
Vulcan Foundry Limited for U.N.R.R.A., for use in Europe, 
has left the works. A considerable number has been put into 
regular service already in Jugoslavia, Czechoslovakia, and 
Poland. Many of the locomotives for Jugoslavia have been 
put to work on goods traffic between Susak and Moravice, 
perhaps the most difficult section on the Jugoslav system. 
From the port of Susak, the line rises to 2,670 ft. above sea 
level in a distance of 22:5 miles, and long winding gradients 
of 2:5 per cent. abound. Loads of 360 tons are being hauled 
without difficulty. “Liberations” are also being used on 
freight service between Belgrade and Divaca to haul trains of 
778 tons over grades of 1°6 per cent. The 15 locomotives for 
Czechoslovakia were shipped to Hamburg and taken dead 


through Germany to the Ceska-Trebova depot at Prague. They 
were put into service immediately after the first trials. One 


test was made to observe the riding conditions at maximum 
speed: 53 m.p.h. was attained and the riding qualities were 
found to be remarkably smooth. The coupled wheel dia. 
is only 4 ft. 9 in. The engines for Poland were unloaded 
at Gdynia and sent under their own steam to work in the 
southern part of the country. 


* * * * 


Well Received by Recipient Countries 


The ‘“Liberations”’ have been very well received by the 
recipient countries, and approval has been expressed of their 
appearance, design, workmanship, and noticeable lack of 
austerity. Although, due to the low-grade fuel used, it is 
necessary to maintain a rather deeper fire than usual, the 
steaming qualities of the boiler have proved excellent and 
pressure is easily maintained under all conditions. The injectors 
and all the cab accessories are easy to work and accessible. 
In particular, the regulator designed by Vulcan is popular with 
the enginemen, as it is easy to operate and contributes to the 
smooth handiing of trains. In the initial stages, some of the 
crosshead slippers ran overwarm during the trials, as also did 
the hub liners when traversing the large number of sharp 
100-metre radius curves, but these teething troubles were very 
soon overcome as the engines bedded themselves in. The first 
of the 10 “Liberations” for Luxemburg which are now 
coming out of the shops look very handsome indeed painted 
in the Grand Duchy’s standard livery of olive green. 
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London Passenger Transport Fares 
N May 30 the Charges Consultative Committee was 


appointed by the Minister of Transport to advise him as 
to the best method of adjusting the fares on the railways and 
road services of the ‘L.P.T.B. so that in 1947 the board’s net 
revenue would approximate to the present annual sum of 
£4,835,705 payable under the Railway Control Agreement. The 
Committee held a public inquiry which lasted seven days, and 
its report* to the Minister dated August 8 was published on 
October 25 as a White Paper. 

The report stresses the many complications in dealing with 
the board’s fares on its railways, tubes, trolleybuses and tram- 
ways, including the desirability of maintaining the highest 
degree of simplicity and uniformity: of reducing, if possible, 
the number of different denominations of tickets; and of 
eliminating the odd halfpenny from as many fares as possible. 
In this connection it is of interest that in March this year, 
out of 36 million rail ordinary single tickets sold, only 13 per 
cent. were issued by hand, and out of 34 million workmen’s 
tickets, only 394 per cent. were issued by hand. It is im- 
portant, therefore, that as far as possible nothing should be 
done by alteration of fares to reduce the extent to which 
ticket-issuing machines are now used. Further, 86 per cent. 
of the board’s receipts come from the ordinary single fares. 

The Committee accepts the board’s estimate that its ex- 
penditure in 1947 will be £46,958.000. It thinks, however, 
that the board’s estimate of receipts is too conservative, and 
considers it should be £45,315,000, or about £1,500,000 more 
than the board’s figures, making, with miscellaneous and other 
receipts, an estimated gross figure of £47,552,000. The Com- 
mittee estimates that in 1947 the receipts from existing charges 
and other sources of revenue will exceed expenditure by 
£600,000, and that the additional revenue required to balance 
the net revenue account for 1947 is about £44 million. 

Turning to the adjustments of fares which thereby become 
necessary, the Committee does not adopt entirely the board’s 
proposals, but has striven to formulate an adjustment of exist- 
ing fares which would distribute the burden of providing the 
additional revenue required as fairly as possible among all 
passengers; which would not upset unduly the present fare 
system; and which would produce the required £44 million 
in 1947. It admits failing, however, to formulate a scheme 
which achieves all these ends, and is forced to choose between 
one of two schemes for the adjustment of ordinary single rail 
and road passenger fares, neither of which can be brought 
into operation for eight months, and neither of which comes 
within £600,000 of the target revenue; one yields that sum 
short of the amount required and the other a similar sum in 
excess. 

It dismisses the second scheme, which involves increasing the 
existing 14d. fare to 2d., because it would be unfair to the users 
of 14d. tickets in that they have already borne for six years 
a 50 per cent. increase in the pre-war fares. The Committee 
therefore recommends the Minister to adopt the first scheme, 
estimated to yield £633,000 less than the sum required. The 
main feature of this scheme is that it leaves unaltered the 
present 13d. fares for up to 1 mile by railway and 2 stages by 
road; and limits the availability of the existing 2d. fare for 
2 railway miles or 4 road stages, to 14 miles or 3 road stages, 
a proposal made by the board. It increases (a) all road fares 
from and including the present 2d. fare for 4 stages up to and 
including the present Is. 2d. fare for 28 stages by Id., and 
higher fares by 2d. or 3d., thereby putting such higher fares 
on a parity with existing railway fares for comparable dis- 
tances, and (b) all railway fares from and including the present 
2d. fare for 2 miles up to and including the 4d. fare for 4 
miles, by Id. It eliminates the jump of 4d. for 4 miles to 6d. 
for 44 and 5 miles in the present scale by introducing a 5d. 
fare, and leaves unaltered the higher fares at present operative. 
as these already include the 10 per cent. increase which, by 
reason of the fractions rule, increased all fares of from 5d. 
to Is. 2d. by 1Id., and higher fare by 2d. or 3d. Throughout 
this scale the standard rail and road fares are the same for 
comparable distances. 

The Committee also 


claims that this scheme removes the 


*“** Charges Consultative Committee 
adjustment, of fares of the 
Stationery Office. Price 4d 


Report dated August 8, 


1946, as to 
London Passenger Transport H.M. 


Board.” 
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disparity between road and rail fares above 8 stages and 4 
miles respectively, and prevents rail passengers re-booking in- 
termediately so as to travei at less than the throughout fare, 
except in the case of a journey of 2} miles where the through- 
out charge is 4d. and re-booking cost 34d. only. It has the 
defect, however, that a road passenger who wishes to travel 
5 stages for which the fare is 4d., can take a 2d. fare for 3 
stages and a 14d. fare for the remaining 2 stages. 

The Committee accepts the board’s recommendation that 
workmen’s fares on railways should be adjusted to the general 
basis of ordinary single fare for the return journey (with a 
minimum of 4d.), with the proviso that no fare should be 
increased more than 25 per cent. above pre-war. So far as 
workmen’s fares by road services (other than by coaches) are 
concerned, the Committee recommends that they should be 
increased by the same amount as the corresponding Ordinary 
single fares, as recommended by the board, except that it 
suggests the present 2$d. fare should be increased to 3d.; that 
the maximum 7d. workmen’s return fare on tram and trolley- 
bus routes formerly operated by the L.C.C. and parallel bus 
routes should be increased by 1d. for journeys over 14 stages 
and the corresponding 9d. return fare increased by 2d. 

With regard to season tickets, the Committee approves the 
board’s proposal that the rates should be adjusted selectively 
towards the mileage scale of the main-line railways as now 
increased by 25 per cent. Accordingly it recommends that the 
charges be adjusted to make them correspond with the 
L.N.E.R. standard scale in operation on October 1, 1937, as 
increased by 25 per cent., with the proviso that no rate should 
be increased by more than 25 per cent. As regards road-rail 
season tickets, the rail portion should be increased as in- 
dicated above and the road portion by 25 per cent. above 
pre-war except for road journeys covered by existing ordinary 
single fares up to 3d., which should be increased by 334 per 
cent. above pre-war. 

The Committee also recommends that the cheap mid-day 
single fares of 2d. and 3d. available between 10 a.m. and 4 
p.m. in the County of London should be increased by 1d. 
Any other non-standard return fares also should be increased, 
wherever the single fare is increased, to maintain or avoid 
increasing the present difference between the return fare and 
two single fares. Lastly. the charge for weekly tickets en- 
titling a passenger to make six return journeys should be ad- 
justed in accordance with the existing basis of nine times the 
ordinary single fare whenever the latter is increased. 

The proposals of the board as to ordinary single fares in- 
volve alterations in fare distances which would occasion a 
very considerable amount of work, and the scheme could 
not be introduced in less than eight months. When it sub- 
mitted its report to the Minister in August. the Committee 
assumed it would be approved fairly quickly and so assumed 
that the revised fares could be introduced on May 1, 1947. 
The fact that the Minister has not yet announced his decision 
presumably will delay their introduction to June or July next. 

On the assumption that the revised fares would be intro- 
duced on May 1, the Committee estimates that an additional 
revenue of £3,609,000 would be secured. this being £633,000 
less than the £4,242.000 which the Committee estimates is re- 
quired to enable the board’s earnings in 1947 to approximate 
the £4,835.705 payable under the contro] agreement. 


Railway Charges Inquiry 


HE Charges Consultative Committee on Wednesday, Octo- 

ber 23, ended its public inquiry into the proposed level 
of the main-line railway companies’ charges for 1947, and 
the Committee is now drafting its report for submission to 
the Minister. Criticising the proposal of the Chamber of 
Shipping that all port-to-port exceptional rates more than 
40 per cent. below the standard should be increased to the 
40 pe- cent. level. Mr. Pope explained that as in many cases 
the port and town rates were identical, any such proposal 
would mean that town rates would be lower than port rates. 
Further. if all the port-to-port exceptional rates more than 
20 per cent. below the standard were increased. the competitive 
powers of the railways vis-d-vis road haulage would be greatly 
restricted and loss of traffic would result. Anv mutual exami- 
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nation of millions ot exceptional rates would take months, and 
would be of no assistance in fixing charges for 1947. 

He also suggested that, when the present financial assistance 
given to the coastwise trade by the Government is withdrawn, 
any further assistance should be by way of a public subsidy, 
and the cost should not be borne by railway users alone through 
the medium of an adjustment in railway charges. So far as 
agreed charges are concerned, it transpired that the Chambe: 
had in mind that there should be a series of zones consisting 
of S0-mile concentric circles, and that separate agreed charges 
should be calculated for each zone, a proposal which Mr. Pope 
claimed would defeat one of the primary objects for which 
such charges were fixed. 

M:. Dashwood then made the point that the Chamber o! 
Shipping had not disclosed any financial evidence to show that 
the coastwise shipping industry was in need of assistance, but, 
assuming this were the case, and coastwise shipping needed 
safeguarding in the national interest, he considered the cost 
should be met by the nation and not by railway users only 
The Traders’ Dock & Harbour Co-ordinating Committee sup- 
ported the application of the Chamber of Shipping for the 
retention of the existing 15 per cent. increase on the. dues 
on existing liners and for it to be extended to coasting tramp 
steamers and their cargoes. 

The National Coal Board opposed the application of the 
Chamber of Shipping for the increase of all exceptional rates 
more than 40 per cent. below standard, and the setting up of 
machinery to examine exceptional rates or the alteration of the 
basis of agreed charges, on the grounds that these matters 
Were not relevant to the present inquiry into the level of 
charges for 1947. The Board, however, on general grounds. 
agreed that dock charges should be kept as low as possible. 

The hearing lasted 25 days, and it is reasonable to assume 
that the Committee will require at least two, and possibly 
three, weeks to complete its report and advice to the Minister, 
who will then require at least one week, and probably longer, 
to consider it. If some alteration in the existing level of rates 
is recommended, and sanctioned by the Minister, the railway 
companies will require a minimum of six weeks to prepare and 
circulate the necessary tables and instructions. 

This means that any increase which may be decided on 
cannot possibly come into operation on January 1 next, and 
may have to be postponed for one or two months, or longer 
according to the time which the Minister of Transport takes 
to reach a decision. The report of the Committee in regard 
to L.P.T.B. fares, dated August 8, has only just been published. 
and the Minister has not yet announced his decision. 


* * * * 


Oil-Burning Locomotives in Great Britain 


N recent issues we have dealt at some length with the deci- 
sion of the Minister of Transport to convert 1,217 locomo- 
tives. now operating in this country on main-line passenger 
and goods services, from coal to oil burning. In our January 
18 issue we described and illustrated the equipment of the 
G.W.R. oil-burning locomotives which formed the basis of 
the present scheme, and in our August 16 issue we gave a list 
of the engines of all the main-line companies which it was 
proposed to convert, with the objective of securing a saving 
of coal estimated at 20,000 tons a week, or 1,000,000 tons a 
year. The article describing the G.W.R. oil-burning loco- 
motives recently has been issued as a reprint.* 

The Ministry of Supply has undertaken to supply all the 
equipment necessary for the conversion of locomotives on 
the British railways from coal to oil, and it has appointed 
the North British Locomotive Co. Ltd., Glasgow. to act as 
principal contractor. So that the equipment may be produced 
within a short period, many private undertakings throughout 
the country are to assist, and some of the oil tanks will be 
produced in dockyards or Royal Ordnance Factories. 

For many years, the private British locomotive-building 
industry has constructed locomotives with oil-burning equip- 
ment to operate on overseas railways, and a long and wide 
experience, therefore, has been built up in the construction 
and use of this form of equipment. In the majority of cases. 


* ‘Conversion of Locomotives from Coal ,to Oil Burning.”” The Railway 
Jl 


Gazette, 33.) Tothill Street, Westminster, S. rice 2s. 
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the burner has been located at the front of the firebox or 
firepan, and the oil projected by a steam jet towards the flash- 
wall at the firebox back, under the firedoor. The construction 
of firepans, brickwork, burners, oil cocks and regulating gear, 
heaters, and so on, has differed to suit varying classes of 
locomotives or conditions, 

In our December 10, 1938, issue, illustrations were given 
of the oil-burning equipment fitted on some 4-4-0 locomotives 
constructed by the North British Locomotive Company for 
the Egyptian State Railways. This type of equipment had 
been used successfully in Chile, and appears to have given equal 
satisfaction in Egypt, as the Egyptian type was specified for 
the L.M.S.R. W.D. locomotives built for service in the Middle 
East during the recent war. One of these oil-burning loco- 
motives was tested on heavy goods service in Great Britain 
before shipment to the Middle East. Some Sudan W.D. type 
locomotives also were provided with similar equipment by 
the North British Locomotive Company. 

For these classes of locomotives, it was essential to provide 
an arrangement which would allow of conversions of existing 
types from coal to oil burning, or vice versa, without lifting 
boilers from the frames. Normally, this is necessary to permit 
the removal of the coal-burning ashpans and the application 
of special oil-burning firepans. The North British Locomotive 
Company, therefore, introduced a simple form of false bottom, 
constructed of narrow sections which could be inserted through 
the fireholes or ashpan doors. These bottom plates, secured 
within the coal-burning ashpan, were provided with apertures 
or air inlets and bricked up to form a firepan for oil burning. 
The existing ashpan doors were used to regulate the air admis- 
sion to the firepan. Similar equipment for existing Sudan 
main-line locomotives has given satisfactory results. 

The arrangement used within the past year on the Great 
Western Railway follows generally that used on the locomo- 
tives referred to above. As is usual, however, detail modifica- 
tions have been introduced to suit local conditions, and further 
minor adjustments may have to be carried out on the various 
types now to be converted by the four British railways, to 
allow for different operating requirements. Credit is due to 
the Great Western Railway for the thorough manner in which 
tests have been carried out with a type of oil burner and 
equipment hitherto used generally only on railways abroad, 
and the experience gained is being put to good advantage. 


* * * * 


Indian Railway Publicity 


i ee Railway Department of the Government of India is 
planning extensive developments in public relations and 
publicity as a post-war measure. It has decided that the work 
should be grouped in Bombay, Madras, and Calcutta—the main 
centres—and that the North Western and Oudh Tirhut Rail- 
ways, which cannot fit into any of these groups, each should 
have a separate organisation. Group organisations have been 
sanctioned for the B.B. & C.I. and G.I.P. Railways in Bombay, 
the East Indian, Bengal Nagpur, and Bengal Assam Railways 
in Calcutta, and the Madras & Southern Mahratta and South 
Indian Railways in Madras. 

Compared with the personnel in railway publicity offices 
before the war, the staff in each of the new group offices will 
be considerably augmented to enable them to cope with the 
increased activities envisaged in the new plan. Adequate funds 
will be made available for capital expenditure in the first 
instance, and for recurring annual requirements. It appears 
that this latter amount willbe based on the annual gross 
earnings of the railways in each group; approximately 0-2 per 
cent. of this figure is allotted. The annual allotment to indi- 
vidual railways before the war varied between 0:07 per cent. 
and 0:1 per cent., which was found to be inadequate. It 
would be wrong to assume, however, that railway publicity 
was moribund before the war. There was very considerable 
activity, but development was hindered by lack of funds. 

The new organisations will tackle public relations and 
publicity from every angle, but perhaps the biggest develop- 
ment will be in the use of films. A large proportion of the 
population in India being illiterate, it has been decided to 
purchase mobile cinema vans which will operate by rail and 
road through the countryside. During the monsoon periods, 
when village roads are impassable to heavy motor vehicles and 
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when the farmer is hard at work in his fields, the mobile 
cinema vans will visit the main railway centres to exhibit 
educational and welfare films to the staff and their families. 
As a result of experience gained at the exhibition at Delhi in 
March, 1945, it is likely that each of the group offices will 
contain a small permanent railway exhibition. 


* * *” * 


Northern Railway of France Centenary 


HIS year has seen the centenary of opening the first section 
of the Northern Railway of France, the official inaugural 
ceremonies having extended over the four days from June 13 
to June 16, 1846. At that time the main line ran only from 
Paris to the Belgian frontier via Lille and Valenciennes. An 
account of the opening was given recently in our French 
contemporary, Notre Métier, and shows that the celebrations 
were on as extensive a scale as any held on similar occasions 
in this country. On June 13, 1846, a special train with dis- 
tinguished guests left Paris for Amiens, where a ball was held. 
The next day this party pro¢eeded to Lille. followed by two 
trains from Paris with more guests and 100 representatives 
of a Paris catering establishment responsible for providing 
the inaugural banquet at Lille. Local patriotism was affronted 
by this importation from the capital, and the Parisian caterers 
were greeted with catcalls on arrival at Lille. The dinner 
was followed by a ball in the town hall, beginning at 11 
o'clock, in spite of which the first guests were up and away 
on the last stage of their journey to Brussels by 2 o'clock 
the next morning. Here the hall of the station itself had 
been converted into a ballroom, and the celebrations continued 
until, in the small hours of Monday, June 16, the first train 
left for the return to Paris. 

By 1913 the Nord “system was working 2,487 miles of line. 
This miileage was reduced to 932 by the German invasion 
after the retreat from Charleroi in September, 1914. At the 
same time that the system was being called upon for an 
immense effort in the transport of troops to stem the German 
encroachments, it undertook the evacuation of 1,500,000 in- 
habitants from Paris in ten days. It is estimated that during 
the whole of the 1914-1918 war, the Nord carried 60 million 
troops, and completed new works totalling 3,728 track-miles. 

The Nord throughout its history has played a prominent part 
in technical progress. In 1849 the first Crampton engines 
in France appeared on the system, and from 1853 were per- 
mitted to run at speeds up to 744 m.p.h. Between 1850 and 
1859 the railway placed 58 engines of this type in service. 
When increasing loads overtaxed the capacity of single-driver 
locomotives, coupled types were introduced, the first appear- 
ing on the Nord in 1871. A new era began in 1886 with the 
introduction of the first Nord compound. The world-wide 
reputation of the Nord for high speed dates from the ap- 
pearance of the “ Atlantics” in 1900. In their original form 
they were capable of hauling trains of 197-216 tons at 744 
m.p.h. With improvements carried out in 1911, the “ Atlantics ” 
worked express traffic on the Nord for 35 years, at first as the 
principal express class, and, later, alongside much larger engines. 

From an early period in the company’s history, the. Nord 
timetables were more exacting than any others in France. By 
1907 a Paris to Calais express was timed over the 814 miles 
to Amiens at 59:5 m.p.h., and onwards to Calais-Maritime 
(1033 miles) at 564 m.p.h. In 1914 the company achieved a 
world record for distances over 93 miles with a 61.7-m.p.h. 
schedule from Paris to St. Quentin, and by 1933 this had been 
raised to 65.2 m.p.h. Paris-Brussels and Paris-Liége expresses 
in 1935 were booked at average speeds of 67.1 m.p.h. and 
64.6 m.p.h. over the French section of their journeys. 

After the war of 1914-18, in which two-thirds of its system 
was destroyed, the Nord effected the restoration of its services 
with noteworthy energy. In spite of chaotic conditions pre- 
vailing on its lines after the liberation of France in 1944, the 
Nord again displayed its recuperative powers by rendering 
massive service in the transport of Allied troops and supplies 
until the end of the fighting. The centenary article in Notre 
Métier was illustrated with numerous reproductions of old 
prints and photographs, and the event was commemorated also 
by the publication of a book of humorous drawings entitled 
“Le Chemin de fer du ‘Nord a Cent Ans,” three of which 
were reproduced in our Scrap Heap page last week. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Oil-Burning Locomotives 


““The Kennels,” Cottered, 
Nr. Buntingford, Herts. October 21 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—The letter of your correspondent “Retired Railway- 
man,” in your September 20 issue, who pointed out that 
Holden on the G.E.R. produced many oil-fired locomotives 
from 1893 onward, could, I think, still be amplified. 

Was not Holden the first to fire a locomotive by oil? His 
system was certainly worthy of note, for I remember going 
into methods of oil firing with the chief fuel officer of the 
A.T. & S.F. at Topeka. He had a diagram of the Holden 
system, which he regarded as the starting point of oil firing. 
and he showed me the steps by which this design had been 
modified and improved into the systems at present used. 

The Scarab system, used on the L.N.W.R. in 1920, was 
basically similar to the systems then in general use in the 
U.S.A., and the equipment now: being fitted to locomotives in 
this country also benefits by American experience. 

Surely, then, we can regard the present adoption of oil 
firing in this country as the return of the native, improved, 
as is not infrequently the case, by sojourn overseas. 

Yours, etc., 
K. CANTLIE 


[Colonel Cantlie is correct in his statement that James Holden 
built the first. British oil-fired locomotive, which was named 


Petrolea, at Stratford on the Great Eastern Railway. As early’ 


as 1884 Russia had about 100 locomotives fitted for burning 
petroleum refuse on a method devised by the British engineer, 
Thomas Urquhart.—Ep., R.G.] 


Goods Vans for Passenger Use in Eritrea 


12, Burr Street, 
Dunstable. October 18 
To THE Eprror OF THE RAILWAY GAZETTE 

Sir,—The illustrations on page 64 of The Railway Gazette 
for July 19 (Burma goods wagons converted into passenger 
coaches) remind me very much of a similar facility which was 
arranged during the war on the Eritrean Railways. In this 
case, however, it was merely a case of converting existing 
bogie vans, previouslv used for baggage and so on, for operat- 
ing as passenger vehicles. 

Wooden seats were fitted in much the same style as in Burma, 
but there was no need to add steps at the entrance as they 
were already in existence, due to the fact that all vehicles 
have some sort of platform at one end for operating the hand- 
brake. and these vans have a platform at each end. Hinged 
end doors have been provided in the centre of each end of 
the vans. 

The vans accommodate either 48 or 52 passengers seated 
—16 second class, 32 or 36 third class—the second class pas- 
sengers riding in a small compartment, with swing door between 
the two. As the total passenger rolling stock comprises about 
12 vehicles, these are a valuable addition for the conveyance 
of (mainly) native passengers. 

The above information is based on the situation as it stood 
when I returned from Eritrea in March this year, after having 
served with Movement Control. I should be very pleased to 
hear of any further developments. on this interesting narrow- 
gauge railway, from anyone else who may have returned at a 
later date than myself. 

Yours faithfully, 
JOHN R. WEBSTER 


Concrete for Railway Construction 


Bridge House, Obridge, 
Taunton. October 22 
To THE Epitor OF THE RAILWAY GAZETTE 
Sir,—As concrete of all types is being used more extensively 
than ever before in the history of building construction, I 
am at a loss to know on what basis Mr. Brisby suggests that 
it is not being more widely used. In point of fact, it is difficult 
to see how mere general use of this material could possibly 
be made. ' 
The shortage of timber during the last few years has stimu- 
lated the substitution of wood by concrete in endless variety, 
and thousands of concrete sleepers have been laid as a result. 
Sawdust concrete, too, has recently come to the fore in place 
of timber structures and wooden floors. 
Why should high-quality cement and grading require stress- 
ing? Surely cement is rarely anything else and water content 
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is more important than grading. Considering the large user 
of crushed stone, it is surprising to hear that the most erroneous 
belief is in regard to its supposed superiority over rounded 
aggregates. The most serious and most common errors about 
concrete are ignorance concerning the importance of the water- 
cement ration and the belief that anyone can make good 
concrete. 

It is true that rounded aggregates are somewhat more work- 
able than crushed stone aggregates with the same water content, 
but when fully compacted the strength and other characteristics 
are identical. I think that Mr. Brisby rather overstresses his 
plea for rounded aggregates. Given good cement, the most 
important criterion -of all is the water content, and then 
grading. 

Particle shape is comparatively a minor point. An engi- 
neer always uses the most economical material that is 
readily available (provided that it complies with the specifica- 
tion) irrespective of other commodities not to hand, even 
though of superior value. 

One has only to study such distinguished British workers 
as Glanville, Collins, Walsh, and others, or to turn back 
through the pages of this journal to appreciate that concrete 
is not only replacing steel, timber, masonry, and brickwork 
wherever suitable, but is more than ever taking its pride of 
place as a building material on its own merits. 

Yours faithfully, 
H. M. PEARSON 


High Fares for Short Distances 


“ Butleigh,” 68, Parkfield Avenue, 
Headstone Lane, Middlesex. October 23 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—In view of the fact that a further increase in railway 
passenger fares is under consideration, it is pertinent to point 
out that short-distance fares already have suffered proportion- 
ately heavier increases than others. 

It appears to be the practice for each successive increase to 
be applied on the last previous fare (not the pre-war base 
rate) with the result that the cumulative additions cause 
ridiculous fares. For example, from Headstone Lane to Hatch 
End, L.M.S.R., a distance of about } mile, is a 3d. single fare: 
West Ham to Bromley, L.M.S.R., about the same distance, 
also is a 3d. fare. 

The foregoing represent an increase of at least 50 per cent., 
and I would suggest that, if further increases are applied, ihe 
time has arrived when some special consideration should be 
given to such cases, of which there must be many. 

Third class travel at over 3d. a mile is not intended. More- 
over, frequently it bears no relation to other existing facilities, 
which is simply bad business—Yours faithfully, 

Cc. H. HERBERT 


The Lines of Communication, Assam 


British Standard Committee in the Argentine Republic, 
Sarmiento 1236, Buenos Aires, 
Argentina. October 9, 1946 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—I have just read the letters of Mr. H. M. Read, Deputy 
General Manager, Bengal Assam Railway, in your issue of 
August 23, 1946, which needs no comment; and the reply to 
it from Lt.-Colonel F. J. J. Prior, R.E., O.B.E., A.M.Inst.C.E., 
in your issue of September 13, 1946, which succinctly describes 
the organisation implanted for construction and maintenance on 
the metre-gauge portion of the Bengal Assam Railway, which 
formed a part of the Assam Lines of Communication. 

Both Mr. Read and Lt.-Colonel Prior have confined them- 
selves principally to the construction and maintenance of way 
and works, whereas the purpose of my letter published in your 
issue of March 22, 1946, which was written on the eve of 
my departure from Singapore (hence the long gaps between 
seeing copies of The Railway Gazette) was to draw atten- 
tion to the broader aspect and to some misleading statements 
of previous correspondents in your issues of November 30, 
1945, and January 18, 1946, which communications were men- 
tioned in, and should have been read in conjunction with, my 
letter, which merely contained a few facts which, I am pleased 
to see, are not disputed. 

The Assam Lines of Communication, rail, river, road, and 
air, were, no doubt, among the epics of the war, and, as stated 
in my previous letter and now repeated, have been described 
correctly as “A Triumph of United Effort.” This includes 
all branches of all the Services, and all the civilian organisa- 
tions that contributed to the success which was achieved. 

Yours faithfully, 


ERIC WOODBRIDGE 
Lt.-Colonel, Royal Indian Engineers 


‘a bf ee eee ee 








Fly 


Gr 


Inc 





1eers 





XUM 


November 1, 1946 


The Scrap Heap 


M.P AND THE PRESS 

Mr. M. Edelman, Labour M.P. for 
Coventry We t, said at a Cambridge Union 
debate recently:—“*I read the Daily 
Express for entertainment, The Times for 
serious instruction, the News Chronicle for 
moral uplift, the Telegraph to find out 
what the Government's foreign policy is, 
and the Daily Herald out of loyalty.” 


* * * 
NAMED TRAINS IN INDIA 
Name Railway Scheduled run 
Deccan Queen ... G.I.P.R.... ... Bombay—Poona 
Flying Ranee B.B.C.1.R. ... Bombay—Surat 
Frontier Mail B.B.C.I.R. ; Bombay—Peshawar 
N.W.R. 
Grand Trunk G.1.P.R., Nizam’s Delhi—Madras 
Express State ; M.S.M.R. 
Indo-Ceylon S.1.R. ; ... Madras 
Express | Dhanushkodi 
Punjab Mail E.I.R. --» Calcutta— Delhi 
x * * 


ROYAL COMMISSION ON THE PRESS 

If a Royal Commission [on the press] 
is appointed, we suggest that it should in- 
quire into the most sinister institution for 
the suppres.ion of news that exists today 
—the systems of Government Public Re- 
lations Officers. 

These P.R.Os and their stafis, accord- 
ing to the latest published stafistics. num- 
ber 767 and cost the taxpayer £427,000 a 
year—From “The Daily Mail.” 


* * * 
100 YEARS AGO 


From THE RAILway Times, October 31, 1846 





COTTISH CENTRAL RAILWAY. — 
NOTICE IS HEREBY GIVEN, That a Special 
General Meeting of the Proprietors of the Scottish Centrab 
Railway Company will be held within the Town-hall, Perth, 
on Tuesday, the 10th day of November next, at One o'clock, 
afternoon, for the purposes following, viz.— 

1. To consider an agreement entered into by the Directors 
with the London and North-Western, Lancaster and Car- 
lisle, and Caledonian Railway. Companies, for a Lease in 
perpetuity of the Scottish Central Railway, and its Branches 
and Works, to these Companies, upon the terms and condi- 
tions therein set forth ; to authorise such Lease, and ajprove 
and ratify such agreement; or to do otherwise in refeseace 
thereto as may be thought expedient. 

2. Inthe event of the said agreement being approved of, 
to rescind the Resolution adopted by the Proprietors at their 
meeting on the 26th of August last, authorising the creation 
of New Stock to the amount of £170,000. 

BREADALBANE, Chairman. 
ROBERT D. KER, Secretary. 
Perth, October 24, 1846, 
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And all things being 
prepared for a start, 
and Facey having 
taken a parting glance 
with Toby Trotter 
overnight, rose with 
the sun the next 
morning, and left 
Minshull Vernon, 
with hounds, horses, 
servants, Lucy, and 
all, much to the re- 
gret of Mrs. Lock- 
wood, the genial land- 
lady of the West-end Swell. 
The unwonted freight commanded great 
attention on the line. The various station- 
masters presented themselves respectfully 
at the carriage door; the curious of each 
place peered in at the window; and the 
bustling guard, as he hurried along the 
platforms, kept replying ““ Mr. Romftord— 
Mr. Romford,” to the numerous inquiries 
“Who it was?” So our travellers passed 
from line to line till they got to the Cross 
Street Station at Howland Hill, where they 
ought to have changed carriages, but here 
a director happening to be on the plat- 
form, and hearing who it was, came for- 
ward, bowing and scraping, and begging 
that Mr. Romford and the lady would not 
think of disturbing themselves, for the car- 
riage they were in should go to their 
utmost destination—From ‘“ Mr. Facey 
Romford’s Hounds,” by R. S. Surtees. 


* * * 


NEXT WEEK’S RAILWAY CENTENARIES 

Saltney Junction to Ruabon (15 miles), 
Shrewsbury & Chester Railway, opened 
November 4, 1846. 

Saltney branch to River Dee (} mile), 
Shrewsbury & Chester Railway, opened 
November 4, 1846. 

Chester to Saltney Junction (2 miles), 
Chester & Holyhead Railway, opened 
November 4, 1846. 

Newcastle, Forth Banks extension (4 
mile), Newcastle & Carlisle Railway, 
opened November 6, 1846. 

St. Leonards extension, Bulverhythe to 
Bopeep (4 mile), London Brighton & 
oo Coast Railway, opened November 7, 
1846. 


United Nations Station, New York 
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United Nations Station, Flushing, New York, erected for the convenience 
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of delegates to the U.N.O. meeting 
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Breaking in is a bad break 


When another employee is talking 
- to a customer, avoid interrupting ex- 
a 


cept in case of real emergency. Even 
then, explain your reason and apolo- 
gize for the interruption. Breaking 
in needlessly makes a patron feel 
unimportant . .. a bad break in Pub- 
lic Relations. 


[From Company Manners” issued by the New York Central System 


Keep FARES DOWN 

Mr. Alfred Barnes, the Minister of 
Transport, would be ill-advised to accept 
the recommendations of the Charges Con- 
sultative Committee that most London 
Transport fares should be increased by a 
penny. It would give marked impetus to 
the upward trend of wages and prices 
throughout London. 

There is no need for the increase of 
fares. The task of the Committee was to 
ensure that the balance of the net revenue 
account approximated to the fixed annual 
sum of £4,800,000 payable by the Govern- 
ment to the board under the Railway Con- 
trol Agreement. In the opinion of Lon- 
don Transport its expenditure in 1947 will 
exceed receipts by £906,000. 

London Transport’s estimate of expen- 
diture is generally accepted. But its views 
on future receipts bear little relation to 
reality. ‘“ They provide a figure for 1947,” 
said Mr. Moelwyn Hughes, K.C., “ based 
on a method which I can only describe 
as fantastic. They take the first 20 weeks 
of .1946 and jump straight into 1947 and 
equate it out.” 

The population of London is rapidly ex- 
panding. This rise will continue. More- 
over, the Government has already an- 
nounced expensive schemes for attracting 
a large number of tourists io Br:iain, the 
great majority of whom will inevitably 
spend much of their time in the battle- 
scarred capital. city of the Empire. 

There is no indication that sufficient 
weight has been given to these factors. In 
the next few years London Transport’s 
revenue, given smooth and efficient service, 
should show remarkable buoyancy. It will 
only sink if fares are heavily increased. 

Mr. Barnes should request the Charges 
Committee to consider another proposal. 
What would be the effect of reducing cer- 
tain fares on London’s tubes, buses and 
trams? The weary and footsore would 
then be tempted to make use of the ser- 
vices of London Transport for short 
journeys, and the holiday-makers would 
be enabled to go farther afield. It would 
encourage travel and enjoyment among the 
people. And the supposed deficiency of 
revenue would vanish within a_ twelve- 
month—From “ The Evening Standard.” 

« * + 


TAILPIECE 
(Seats may now be reserved on a number 
of main-line trains) 
I’ve booked a seat on the “ Roval Scot,” 
This may sound simple but means a lot. 
I queue for rations, tobacco, and clothes 
And don’t always get them, as everyone 
knows, 
But when I travel I find with glee 
A comfortable seat reserved for me. 


There are lots of things in Britain made, 

The best are kept for the export trade, 

For peace is piping, but hardly heard, 

So many blessings are still deferred, 

But they can’t export one thing I’ve got— 

That’s my <eat on the “ Royal Scot.” 
a8. € 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


SOUTH AFRICA 


Pretoria and District Improvements 

The steady development of _ the 
Northern Transvaal, stimulated by the 
progress of secondary industries and the 
mining of base metals, has been accom- 
panied by a corresponding demand for 
transport services. Visitors to the Kruger 
National Park and the passenger traffic 
between the Union and _ Portuguese 
East Africa have also influenced 
the mounting railway returns. The :e- 
organisation of the system to meet these 
new conditions stands high on the list of 
new works which the railways have in 
hand, and an amount of £6,000,000 has 
been earmarked for the purpose. 

Pretoria is the centre of the network, 
and a large part of the allocation will be 
spent in the capital on remodelling the 
station, providing better traffic facilities, 
and reconstructing the workshops on a 
new site. Good progress has already been 
made at a cost of nearly £1,000,000. The 
construction of a new line to Koedoes- 
poort, and a locomotive depot and mar- 
shalling yard at Capital Park are nearing 
completion, together with the remodelling 
of the Pretoria West yard and goods 
depot. The elimination of level crossings 
in the city, the erection of quarters for 
the staff, and the provision of a nursery 
at Capital Park are also well advanced. 


Transfer of Workshops 

The workshops, which at present occupy 
a site adjoining the station, are to be 
transferred to Koedoespoort, some seven 
miles from the city, and the present site 
will be used for remodelling the station 
yard. The layout of the new workshops 
has been based on an analysis of future 
requirements and will provide for expan- 
sion. Jt is expected that the staff will 
increase by 50 per cent. in the near future, 
and from the present total of 2,076 to 
about 5,000 within the next two decades 
to cope with the greater volume of work. 

The total cost of the new workshops, 
which will take some four or five years to 
complete, will be £2,000,000. The build- 
ings alone will occupy more than 40 
acres and will be as modern as any of this 
kind in South Africa. Some £50,000 has 
been spent already on preliminary work. 


Provision of Four Tracks 

The remodelling of the station yard at 
Pretoria, which will cost £173,000, will 
entail extensions to the carriage sidings 
and a new layout necessitated by the 
quadrupling of the line to Hercules and 
the increase in traffic. The quadrupling of 
the line to Hercules is a major undertak- 
ing, dictated by the development of the 
iron mines and the farming industry of the 
Northern Transvaal, and the rapidly grow- 
ing suburban traffic to the northern 
suburbs of Pretoria. The cost of the 
work will exceed £250,000, entailing a 
number of flyovers, bridges, and station 
facilities. This undertaking will help to 
eliminate level crossings in Pretoria, and 
will involve lowering the eastern main 
line to Lourenco Marques, on which tem- 
porary deviations, subways, road bridges, 
and deep cuttings will be necessary. 

More than £800,000 is to be spent cn 
relaying permanent way, fencing, and im- 
proving signalling and telegraphs in other 
parts of the system. A further £450,000 


has been set aside for building a new 
station and remodelling the yard, together 
with other works, at Waterval Boven; 
and another £200,000 for similar improve- 
ments at several smaller stations. 

In addition to these works, the pro- 
gramme provides for building an _ hotel 
and a large block of buildings to house 
the combined administrative offices of the 
railways and transport departments. These 
two items together will cost more than 
£2,000,000, 


RHODESIA 


Shortage of Rolling Stock 

Mr. G. A. Davenport, Minister of 
Mines, Commerce, and Industries in 
Southern Rhodesia, recently stated at a 
public meeting in Queque that he con- 
sidered the directors of the Rhodesia Rail- 
ways had not looked far enough ahead 
in budgeting for fresh supplies. He said 
that 20 locomotives and 300 wagons were 
on order, but supplies were not expected 
for 15 months. They were being let down 
at a time when they were all set for big 
strides forward, he declared. 

The annual report by the Secretary of 
the Department of Mines of Southern 
Rhodesia. characterises the shortage of 
rolling stock as “a disturbing feature 
which may have a very serious effect on 
the whole economic future of the country.” 
The Secretary says that the rolling stock 
position has deteriorated rapidly, and is 
now insuflicient for wagons to carry the 
normal production of chrome, copper, and 
coal in accordance with existing contracts. 
Any expansion of base metal production 
in Southern Rhodesia is therefore impos- 


sible. 
INDIA 


N.W.R. “ Buy a Ticket ” Campaign 
_During the war, Indian railways inten- 
Sified their campaign against  ticketless 
travel. Various methods were used, such 
as the appointment of special magistrates, 
who, assisted by a squad of ticket ex- 
aminers, toured the line and held courts 
on railway premises. The drive continues, 
and is having a salutary effect. 

The North-Western Railway employs a 
staff of more than 400, costing over 
Rs. 60,000 a month, exclusively for de- 
tection of passengers travelling without 
tickets. About 100,000 passengers are 
caught every month, yielding fines 
amounting to something like Rs. 800,000. 
The total number of passengers travelling 
over the system is roughly 16 million a 
month. On one of the towers of the 
station building at Lahore, which is the 
Headquarters of the North-Western Rail- 
way, the clock face has been inscribed 
with the words “ Buy a Ticket,” as a re- 
minder to the public of an essential pre- 
liminary to a railway journey. 


CANADA 


Effect of Wage Increases on Revenue 

The Canadian National Railways report 
a decline in operating revenues for August, 
but increased operating expenses, which 
resulted in a substantial fall in net revenue 
for the month. It is stated that the cost 


of the recent wage increase of 10 cents 
an hour, effective from June 1, 1946, will 
increase operating expenses for the year 
by approximately $13,000,000. 


One fifth 
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of this amount, $2,600,000, is included in 
the August expenses. 

Operating revenues for the month 
aggregated $35,088,000, a decline of 
$3,080,000, while operating expenses in- 
creased by $2,291,000 to $32,347,000. Net 
revenue for the month amounted to 
$2,741,000, a decline of $5,371,000. For 
the first eight months of the current year, 
Operating revenues were down by 
$36,192,000 from the total for the corre- 
sponding period of 1945, totalling 
$255,690,000, compared with $291,882,000, 
Operating expenses amounted to 
$227,799,000, a drop of $7,489,000. Net 
revenue for the year to August 31 was 
$27,891,000, a decline of $28,703,000, or 
50°6 per cent. 

[It was reported in our issue last week 
that a wage increase of 10 cents an hour 
similar to that mentioned above has now 
been awarded to employees of the C.P.R. 
—Ep., R.G.] 


UNITED STATES 


New “400” Train for C. & N.W. 

The Chicago & North-Western has com- 
pleted plans for adding to its fleet of 
“400” trains in 1947 a new service be- 
tween Chicago and Omaha. _ The train, 
which will be diesel-hauled, will be com- 
posed of streamline, air-conditioned 
coaches, parlour cars, dining car, and a 
combined dining, bar, and lounge car. 

New Chicago—Los Angeles Service 

On October 6, the Chicago, Rock Island 
& Pacific, and the Southern Pacific 
inaugurated a new through _high- 
speed service between Chicago and Los 
Angeles, timed to make the run in 52} hr. 
The train is called “The Imperial,” and 
comprises sleeping car and coach accom- 
modation, with dining car and club-lounge 
car. This service provides the Imperial 
Valley of California with its first through 
communication to and from the East, and 
its first daylight trains to and from Los 
Angeles. 


N.Y.C. Coach Order Completed 

The Pullman-Standard Car Manufac- 
turing Company completed on _ Sep- 
tember 3 the order placed by the New 
York Central for 153 _ stainless-steel 
coaches. The first of these vehicles was 
delivered on February 20 this year, and 
was the first new passenger vehicle to be 
placed in service by an American railway 
since VJ-day. An illustration of the in- 
terior of one of the coaches appeared in 
The Railway Gazette of July 5. They 
will be used in such well-known named 
trains as the “ Empire State Express ” and 
the “ Pacemaker.” 


BRAZIL 


Plans Approved for New Lines 

The Federal Government has approved 
plans presented by the National Depart- 
ment of Railways for the following new 
lines :— 

Viacdo Ferrea Leste Brasileiro: Devia- 
tion between km. 127 and 133 of the Ala- 
goinha-Propria line. 

Viacio Ferrea do Rio Grande do Sul: 
Branch line between Tres Vendas and 
Areal in the municipality of Pelotas. 

Réde Viacéo Parand-Santa Catarina: 
Broad-gauge line from San Paulo to En- 
genheiro Bley, 100 km. long. 


Manufacture of Wagons 
Brazil is gradually overcoming its de- 
pendence on imported rolling stock by the 
efforts of local manufacturers. The fol- 
lowing production figures issued by the 
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Cia. Sorocabana de material Ferroviario 
are indicative of the progress made:— 


Year Number of Value 
wagons 3 
1942 321 5,655,364 
1943 360 6,355,510 
1944 492 11,262,434 
1945 a 459 13,431,625 
An article on engineering developments 


in Brazil appeared in The Railway Gazette 
of August 2. 


Proposed Leopoldina Electrification 

The Leopoldina Railway for some time 
has been working out a scheme of elec- 
trification covering the Rio de Janeiro 
suburban section, the Serra section up to 
Petropolis, and the low-level from Rio de 
Janeiro to Campos. These improvements, 
together with further requirements in the 
way of wagons and locomotives, will 
involve an expenditure of some £15 mil- 
lion. It was reported in The Railway 
Gazette gf September 27 that in the 
course of the trade talks held in London 
recently, the Brazilian Minister of Foreign 
Affairs proposed the setting up of mixed 
commissions to study the equipment needs 
of various British-owned undertakings, in- 
cluding the Leopoldina Railway. 


EIRE 


Committee on Transport Improvements 


Planning and preparation of better 
transport facilities by the C.LE. has been 
going ahead, under the egis of a special 
committee, for three years. The first 


Publications Received 


Travelling on the Southern Railway: 
The Journey Mile by Mile. Waterloo 
Edition. By S. N. Pike. Obtainable from 
Stuart N. Pike, Publisher, Shepperton-on- 
Thames, Mddx. 8} in. x 54 in. 36 pp. 
Paper covers. Price 2s. net.—Although 
resembling in layout pre-war publications 
which described features of various main 
lines as seen from the carriage window, 
this new railway traveller’s vade mecum, 
which covers all the express routes of the 
Western Section of the Southern Rail- 
way, is more detailed in that it includes 
a wealth of data of interest to the railway 
enthusiast. The “running commentary ” 
gives, therefore, not only a complete topo- 
graphical picture of the Portsmcuth, Wey- 
mouth, and West of England lines, but 
also lists bridges, viaducts, tunnels, cut- 
tings, and embankments. Speeds likely to 
be reached at various points are given, and 
the mileages and main gradients shown. 
Booklets covering other lines are in course 
of production. 


Explotacién Técnica de _ Ferr0carriles 
(The Technical Aspect of Railway Opera- 
tion). By Francisco Wais. 7 in. x 4} in. 
510 pages. 284 diagrams and illustrations. 


Published by Editorial Labor, Madrid, 
Barcelona, Buenos Aires, 1933.—This 
work by Sefior Francisco Wais, well 


known as a writer on railway matters 
and at the time of its publication an 
engineer on the former Northern Railway 
of Spain, has come to our knowledge only 
recently. It is arranged in the form to 
which the various French treatises on 
exploitation technique—a term with no 
short and convenient equivalent in 
English—have long accustomed us. With- 
out going into close detail, it presents 
sufficient information on the construction 
of the chief items of equipment required 
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meeting of the company’s Post-Emergency 
Reconstruction Committee was held al- 
most two years before the world war 
ended, on November 27, 1943. Planning 
had been undertaken for a year before, 
but not by a special organisation. 


Composition of Committee 
The committee, of which the Geneyal 


Manager is Chairman, comprises all the , 


company’s chief officers, and other prin- 
cipal officials whose assistance may be 
required from time to time. Acting on 
directives from the board, this committee 
translates policy into terms of engineer- 
ing plans and operational schemes. A 
large number of major reconstruction pro- 
jects has been prepared in detail, with 
the requirements of all departments care- 
fully co-ordinated. The provision of new 
rolling stock, the modernisation of stations 
and marshalling yards, building of new 
goods depots, workshops, installation of 
new equipment, and laying of new track, 
all come within the committee’s scope. 
Selecting Priorities 
Difficulties which may be encountered 
in putting plans into effect also come up 
for review, and involve decisions on priori- 
ties. The deferment of delivery dates by 
supply contractors abroad has made it 
desirable to modify or divide schemes in 
a few instances, in order that at a com- 
paratively early date some improvement 
of service may be achieved, as against 
the complete improvement, which would 
have to await arrival of materials. There 


to operate a railway to enable any rail- 
wayman or interested reader to grasp the 
main facts and all the principles involved. 
After reviewing the essential details of 
track, steam and electric rolling stock, 
stations, yards, signals, interlocking, block 
working, and _ telecommunications, the 
author describes their functions and the 
way in which they have to operate to- 
gether to provide an efficient railway ser- 
vice. Written in a particularly clear and 
effective style, the text is accompanied 
by numerous references to, and compari- 
sons of, Spanish practice with that of other 
countries. The illustrations are well 
chosen. It is one of the most informa- 
tive and compact books on this subject 
with which we are acquainted. 


G.E.C. Radio Engineering and the War 
Effort——The General Electric Co. Ltd., 
Magnet House, Kingsway, W.C.2, has pub- 
lished an illustrated account of the 
work of the company during the war in 
supplying radio and radar equipment for 
the Services. Much of the apparatus in- 
volved new techniques which in 1939 were 
still in the experimental stage. Communi- 
cation on very high frequencies between 
aircraft and the ground, for example, was 
developed to a degree of reliability and 
ease of operation which reduced the mani- 
pulation required for contacting a large 
number of stations to nothing more than 
pressing a button. 

Radar equipment progress called for 
extensive research in the use of centi- 
metric wavelengths, and in the production 
of such apparatus the radio technician and 
the engineer had to work together in pro- 
ducing equipment capable of being in- 
stalled in the limited space available in 
aircraft, and at the same time with all 
components readily accessible for main- 
tenance when on the ground. Apart from 
the many special types of valves required 
for radar work, the company designed and 
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have been 47 meetings of the committee, 
and substantial progress has been made in 
dealing with both the short-term and long- 
term needs of public transport, and in the 
integration of the varied requirements of 
traffic, engineering, and purchasing depart- 


ments. 
SWITZERLAND 


Federal Railways Six Months’ 
Receipts 

The accounts of the Swiss Federal Rail- 
ways for the first half of the current year 
show that working receipts increased by 
approximately 22 per cent. as compared 
with 1945, while working expenditure in- 
creased by only 74 per cent. Goods traffic 
showed a remarkable expansion, receipts 
exceeding those of 1945 by no less than 
44-4 per cent. 

Passenger receipts, on the other hand, in- 
creased by only 34 per cent. approxi- 
mately, the aggregate being lower than 
the goods receipts, although in the first 
six months of 1945 passenger receipts ex- 
ceeded goods by about 18 per cent. 

The volume of traffic in the first half 
of 1946, both passenger and _ goods, 
showed a notable increase compared with 
the corresponding period of 1945. The 
revival of goods traffic in the first half of 
the current year compared with 1945, 
however, was not sufficient to attain the 
same level as in January to June, 1944. 
In that year the tonnage carried was influ- 
enced by the transit traffic through Swit- 
zerland between the main partners of the 
Axis group. 


produced in large quantities a set of ‘four- 
teen valves for the radio transmitters and 
receivers installed in all large bomber air- 
craft. Many other aspects of the General 
Electric Company’s war work in the radio 
engineering field are illustrated and 
described in the publication. 


Crompton’s 50 Years’ Service with Lon- 
don Transport.—This booklet, which has 
been issued by Crompton Parkinson 
Limited, Traction Division, Chelmsford, 
Essex, provides a brief account of the 
company’s activities in connection with the 
supply of equipment to London passenger 
transport undertakings over fifty years. 
Crompton & Company contributed in 
1896 to the first electrification project of 
the City & South London Railway, supply- 
ing twelve of the first electric locomotives 
to be used by that concern; and Crompton 
Parkinson Limited has since supplied from 
the same factory at Chelmsford a con- 
siderable amount of equipment for the 
rail services of the L.P.T.B., and, through 
the Associated Manufacturers of Electric 
Traction Equipment Limited, for the 
Board’s road services. 


Wings Over the World.—The August 
number of this quarterly illustrated pub- 
lication, issued by the British Overseas 
Airways Corporation, contains articles of 
interest both to the air traveller and to 
business organisations making use of air 
transpgrt, particularly in connection with 
the export trade. A useful contribution 
from the latter point of view is an article 
on “What Canada Needs from Britain.” 
Other subjects dealt with in this issue are 
the servicing of aircraft and the study and 
recognition of cloud formations, with 
their effect on air navigation. A regula? 
two-page section in colour illustrates 
specimens of British goods, the articles 
selected in this issue being from the tex- 
tile trade. 
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European Timetable Conference 
Important decisions taken at Montreux Meeting 





T HE European Conference of Timetables 
& Through Services for 1947-48 was 
held at Montreux from October 10-19, and 
was the first since that held at Budapest in 
October, 1938. All European railway ad- 
ministrations to, or through, whose systems 
international trains are run, are parties 
to the conference, which before the war 
was held every year in October to de- 
cide the services for the twelve months 
from the next May. 
The countries invited to be represented 
at the recent conference were Belgium, 


Bulgaria, Denmark, Germany, Great 
Britain, Spain, Finland, France, Greece, 
Holland, Italy, Luxembourg, Norway, 
Austria, Poland, Portugal, Roumania, 
Sweden, Switzerland, Czechoslovakia, 


Turkey, Hungary, Russia, and Jugoslavia. 
Bulgaria, Greece, Russia, and Roumania 
did not send representatives. 

A luncheon on October 13 at the Belle- 
vue Palace Hotel, Berne, and a dinner on 
Tuesday, October 15, at the Montreux 
Palace Hotel, were given by the Swiss 
Federal Railways to delegates and mem- 
bers of their families. Excursions and 
other entertainments were also placed at 
the disposal of the visiting representatives 
of railway administrations. 


Decisions Taken 


A number of important decisions were 
taken at the conference. These are sum- 
marised below, and, unless otherwise 
stated, the alterations announced operate 
from May 4, 1947. 


Summer Time 

The conference agreed that a unanimous 
recommendation should be passed that-the 
dates operative in Great Britain should be 
adopted. If such recommendation is ap- 
proved by the various Governments, the 
British travelling public, in future years, 
will be spared the inconvenience of having 
to conform to altered timetables during 
the spring while the clocks of the various 
countries do not conform. 

The Continental countries generally felt 
that there was merit in this proposal, and due 


consideration will be given to the matter 
as from the introduction of Summer Time 
in 1948. So far as 1947 is concerned, it 
was agreed that the operative, date for the 
Summer Timetable would be May 4. 


Customs Formalities at Frontiers 

The conference was unanimous in 
adopting a recommendation that, wherever 
possible, all formalities at frontiers should 
be reduced to a minimum, not only to 
permit acceleration of services, but also 
to obviate passengers having to submit 
to the present completion of documents, 
interrogation by officials, and so forth. 


Simplon-Orient Express 

Considerable accelerations were agreed, 
and on the outward journey the time from 
Paris to Belgrade will be reduced by about 
4 hours, while in the reverse direction the 
journey will be accelerated by 11 hours. 
In addition, the through sleeping car from 
Calais to Rome (in direct connection with 
the “Golden Arrow” service from 
London) will be accelerated by 1 hour 
outwards and 3 hours inwards. 

It had been hoped that it would be pos- 
sible to agree to the extension of this 
train to Istanbul, but the Turkish Rail- 
ways recorded that they had been unable 
to obtain the assent of the Bulgarian Rail- 
ways—and this question could not there- 
fore be agreed, but will be pursued by 
the French direct with the Bulgarian Rail- 
ways. 

So soon as the train can be extended 
to Istanbul, the “ Taurus Express,” which 
runs from Haidar Pacha, on the Asiatic 
side of the Bosphorus, will form a direct 
link through to Ankara, Aleppo, Mosul, 
and Baghdad. 

It was also agreed that, for this winter, a 
through carriage (first and second class) 
would run from Calais to Brigue on the 
S.O.E.; this will be of considerable inter- 
est to British visitors to the Swiss winter 
sports resorts in the Rhone Valley. 
Arlberg-Orient Express 

In addition to important accelerations 
agreed in the timetable, it was decided that 
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this train should be extended daily to 
Budapest and also to Bucharest (at present 
only runs daily to Vienna and tri-weekly 
to Budapest). 

Further, additionally to the tri-weekly 
sleeping car to Prague, it was agreed to 
run daily a first and second class through 
carriage to the Czechoslovakian capital. 


Daily Sleeping Car to Vienna 

Of particular importance to British 
travellers, however, was the agreement to 
run a through sleeping car every day from 
Calais to Vienna by this train. This 
sleeping car, which will be attached to the 
Anglo-Swiss Express between Calais and 
Basle, will connect with the afternoon ser- 
vice from London. 


Orient Express 

Such accelerations were agreed, that it 
will be possible to reach Vienna on the 
evening of the day after departure from 
London and Paris, but according to pre- 
sent information, passengers desiring to 
travel on to Budapest and Bucharest have 
to wait a night at Vienna. The Hun- 
garians, however, undertook to raise this 
question with the Roumanians (who were 
not present at the conference), and it is 
hoped early approval will be secured with 
the latter by which the night’s wait at 
Vienna will be avoided and passengers to 
the Hungarian and Roumanian capitals 
will be able to travel on without hold-up 
at Vienna. 

A daily Ostend-Prague through carriage, 
including both first and second class, 
and a tri-weekly sleeping car will run on 
this train. 

Nord Express 

Some of the biggest accelerations of the 
conference were agreed on for this train, 
and compared with this winter, passengers 


travelling from London, Paris, and 
Brussels will reach the Scandinavian 
capitals much earlier, namely, Copen- 


hagen 9 hours, Stockholm 13 hours, and 
Oslo 124 hours. 

A through carriage (first, second, and 
third class) and a sleeping car will run 
from Ostend to Copenhagen on this train 
(connecting with the Southern Railway 
London-Dover-Ostend service) and there 
are also through carriages and sleeping 
cars from Paris. As soon as circumstances 
permit, the introduction of a _ through 
sleeping car from Calais to Copenhagen 
will be arranged. 

The Polish Railways asked that the pre- 
war extension of this train to Warsaw and 
Moscow should be agreed, but in the ab- 
sence of any Russian representative to the 
conference, the question was left for the 
time being. 


England-Switzerland Services 

The services which operated last sum- 
mer will be considerably improved next 
summer. Not only will the through trains 
from Calais be accelerated, but there will 
be through carriages and sleeping cars to 
Coire, Lucerne, and Interlaken, and 
restaurant car facilities will also be pro- 
vided. 

In addition, a through carriage and 
sleeping car will be introduced from Calais 
to Brigue via the Rhone Valley. All these 
Swiss services will connect with the after- 
noon service from London, and the new 
morning service from Calais to London 
via Folkestone. 

As from December 17, 1946, the direct 
service to Switzerland via Harwich, the 
Hook of Holland, and the Rhineland will 
be re-established. The train will run via 
Cologne, Frankfurt, and Karlsruhe, and 
will include restaurant and sleeping cars 


(Continued on page 500) 
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Sketch map of the main lines of railway communication linking Italy with northern Europe. 
In all but one case, it is necessary to traverse the Alps, either by lengthy tunnels, or through one 
of the several passes 


Tunnel and 
length 


SIMPLON 


(12 miles 560 yd.) 


APENNINE 


GOTTHARD 


Location 


Brigue (Switzerland) 
to Iselle (Italy) 





...| Vernio to Castiglione 
(11 miles 879 yd.)} 


dei Pepoli on the 
Fiorence - Bologna 
direttissima 


Géschenen to Airolo 


(9 miles 547 yd.) | 


LOTSCHBERG .. 
(9 miles 132 yd.) 


MONT CENIS ... 


(9 miles 863 yd.) 


ARLBERG 
(6 miles 639 yd.) 


TAUERN 
(5 miles 555 yd.) 





stein on the Spiez- 
Brigue line 


; Modane (France) to 


Bardonecchia (Italy) 


St. Anton to Langen 
on the Innsbruck- 
Bludenz line 


Béckstein (near Badga- 
stein) to Ma'Initz 





.| Kandersteg - Goppen- 
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Railway 


Swiss Federal and Italian 
State (worked en- 
tirely by Swiss Fede- 
ral Railways) 


Italian State 


Swiss Federal .. 


Bern-Létschberg-Simp- 
lon (Bernese Alps 
Railway) 


Italian State 


Austrian Federal 


Austrian Federal 

















Dates of boring 








Territory | Track = ome) 
| Start | Finish 
| died Two single-track | Aug., . 24, 
| anditaly | horseshoe tunnels, 1898 1905 
| 16 fe. 5 in. wide 
| 19 ft. 6in. high 
| 
| | 
| | | 
| Italy Double-track tunnel Jan., ec., 
| 1920 1929 
| 
| sere, Pe ee: 
| Switzerland | Double-track horse- | June 4, Oct., 
shoe tunnel ; 26ft. 1872 
Zin. wide x 24ft. 
7in. high 
Switzerland Double-track tunnel | Oct. I, ~~, pre 
| 
‘France ‘and Double-track horse- | Aug., Dec. 25, 
Italy shoe tunnel; 26 1857 18 
ft. 3 in. wide 
24 ft. 7 in. high 
mene oka nae Re: Senet 
“| Austria ...| Double-track tunnel |May, | Nov. 19, 
; 25 ft.3in. wide 1880 | 1883 
| : 4 ae ae a | rR ate oe 
Austria ...| Double-track tunnel | July 6, | July 21, 
| 1901 1907 


Notes 


Opened May 30, 1906; pass- 
ing station half-way through; 
second tunnel begun Decem- 
ber, 1912, delayed by the 
war, and completed Decem- 
ber 4, 1921; 3-phase elec- 
tric traction from opening 
in 1906; standard Swiss 


(first 
tunnel) 





single-phase 1930 

Longest double-line tunnel in 
the world ; passing station 
half-way through ; formally 
opened April 22, 1934, 
electric traction 

Workmen met in middle 
February 29, 1880; first 
locomotive ran through 
December 24, 1881 ; opened 
May 27, 1882; Gotthard 
Railway Company taken 
over by State, May |, 1909 ; 
electric traction introduced 
September 14, 1920 

Masonry completed April 22, 
1912; opened July 15, 1913; 
electric traction from open- 
ing; only day traffic until 
September 18, 1913 





Machine drilling introduced 
1861; tunnel opened Sep- 
tember 17, 1871; electric 
traction May, 1915 








Opened September 20, | 894 . 
electric traction introduced 
April 29, 1925 





Bottom drifts met July 21, 
1907; tunnel opened July 
5, 1909; electric traction 








introduced December 15, 
1933 
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Passenger Travel in Sweden 


Impressions gained in the course of railway journeys remain with the tourist 


as permanent memories of the countries he visits 
(From a Correspondent) 





Interior of a dining car on 


A LONG train journey in Sweden can be 

as comfortable a way of seeing a new 
country as watching a travel film in a 
London cinema. Distances are great, and 
travelling often involves the best part of 
a day. Thanks, however, to the standard 
of meticulous cleanliness and comfort 
maintained throughout the services ren- 
dered to the public by the Swedish State 
Railways, it is possible to look forward 


the Swedish State Railways 


to such an experience with interest and 
enthusiasm. Seating arrangements are 
similar to those on British railways, but 
the loading gauge makes it possible for 
the accommodation provided to be more 
spacious, as can be seen in the illustra- 
tion on page 499 of a second class car- 
riage (equivalent to the British first class). 

Corridors also are wider than in British 
practice. They are fitted with additional 


Electronic Detection of Circuit Faults 


Apparatus in use by the New South Wales Government Railways reveals the 
existence and location of electrical breakdowns 


N electronic fault locator has been de- 

veloped by an officer of the New South 
Wales Department of Railways who was 
working on radar during the war. The 
name “wired radar” has been applied 
to the system, which is being used very 
successfully for locating faults in over- 
head telephone and power transmission 
lines. 

The principle of operation is broadly 
analogous to a long canal filled with 
water. If a pebble is dropped into the 
canal at one end, gradually diminishing 
ripples will travel the length of the canal. 
Should there be some kind of irregularity, 
such as a projecting stone, a bend, or 
a post, small secondary ripples will be 
caused, and some of these will travel 
back to the starting point. In the “ wired 
radar’ system, electronic pulses are trans- 
mitted over the circuit under test, and 
echoes caused by faults are detected and 
displayed on a cathode ray oscilloscope. 

The complete equipment is housed in a 
case about the size of a table wireless 
set, and is readily portable. In operation, 
the pulses travel along the circuit under 
test at approximately the speed of light, 
and the position of the echoes as shown by 
a deflection of the normal trace on the 
screen of the tube enables the distance of 
the fault from the point of transmission 
to be calculated. 


It has been found that every telephone 
Or power transmission line gives a distinc- 
tive pattern under normal conditions. 
When anything unusual occurs, such as a 
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tip-up seats, and it is customary for tr» vel- 
lers to hang hats and coats on the 0- 
mium hangers and pegs in corridors. —he 
latitude of the country necessitates dou |e- 
plateglass windows and central heating, 
Drinking water and tumblers are there ore 
a necessary comfort. These corridor ‘it- 
tings are also of chromium and go d- 
quality glass. Women attendants go 
through the trains dusting window led: es, 
replenishing water bottles, tidying, nd 
generally attending to the neat appears ce 
of the compartments. In addition, ne.s- 
paper vendors and attendants selling fruit 
and sweets make passengers feel at 
everything possible is being done to vive 
them a pleasant and comfortable journey. 


Cleanliness and Efficiency 


Toilets are well designed. Again the kcy- 
note is cleanliness, space, and efficiency. 
Fittings are chromium-plated; piles of 
white paper hand-towels are provided in a 
rack by the washbasin; there is a shelf 
personal belongings, also by the wash- 
basin, and a coat-hanger and peg on doo! 
On the wall is a full-length mirror, and 
a separate clothes- and shoe-brush ‘s 
chained near the mirror. 

The most noticeable feature of third 
class carriages is that they are not up- 
holstered, and travellers sinking back in 
the accustomed way are liable to surprise 
themselves with a jolt. In this class, also, 
compartments are invariably clean. It is 
on the railway system that the traveller 
usually makes his first and last contacts 
with the countries he visits, and from an 
experience covering thousands of miles. 
it is fair to say that the thought and 
work put into the operation of the Swedish 
railway system leave the tourist with per- 
manently pleasant memories, of the kind 
that are sought for by any country in- 
terested in the tourist traffic. 


broken wire or, perhaps, a branch of a tree 
across the wires, the fault locator is con- 
nected to some convenient point on the 
line, perhaps 80 or 100 miles from the 
fault, and switched on. The abnormality 
is then readily discernible, and the position 
of the fault can be calculated often to 
within 100 yd. in a line 100 miles long, 
and within 5 minutes of switching on the 
equipment. 





Portable 


electronic fault locator 
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Development of the 
Gare du Nord 


The present Gare du Nord in Paris 

is in the main the same as Hittorf’s 

new station of 1864, which replaced 

an earlier terminus opened 100 years 
ago on the same Site 


N a special article dealing with the cen- 
tenary of the Northern Railway of 
France on June 13 this year, the S.N.C.F. 
periodical, Notre Metier, reproduced some 
early prints showing the development of 
the company’s Paris terminus. When pub- 
lic services began in 1846, trains arrived 
and departed at a station which had been 
built by the Ministry of Public Works, and 
was handed over to the railway company 
in 1845. 

The site was in the close of Saint-Lazare, 
formerly part of the leper settlement of St. 
Ladre, which had been abolished in 1821, 
and the area subsequently given over to 
streets and houses. 

An area of some 9 acres was cleared in 
the district to build the original station. 
The architect was a M. Reynaud, who held 
the post of Chief Engineer and Professor 
of Architecture at the Ecole des Ponts et 
Chausées in Paris. 


Building of the Present Station 


As the Nord system developed and train 
services increased, this accommodation was 
found inadequate, and the company was 
obliged to buy large areas of adjoining 
land in order to build a new station. The 
new building, opened in 1864, was con- 
sidered notable in its day for its mag- 
nificence, and still serves as the Paris ter- 
minus of the Northern Region of the 
French National Railways, the Gare du 
Nord today having undergone only minor 
alterations and additions since its opening 
more than 80 years ago. 

The station of 1864 was designed by 
the architect Hittorf, who was responsible 
also for the nearby Church of St. Vincent- 
de-Paul, and the town hall of the Tenth 
District of Paris. 

Illustrations of these early stages in the 
development of the Gare du Nord are 'e- 
produced, together with a diagram from 
Notre Meétier comparing the size of the 
locomotives that worked the Nord trains 
to and from Paris in 1846 with the 4-6-4 
“ Hudson ” type engines of 1939. Some 
particulars of the development of Nord 


European Timetable Conference at 
Montreux 


(Concluded from page 495) 


to Basle, where connections will be made 
with Zurich, Interlaken, Lucerne, and 
beyond. 


Dover—Dunkirk Ferry Service 


Although it is not yet possible to say 
the exact date of re-introduction of the 
pre-war through sleeping-car service be- 
tween London and Paris, the timetable has 
been agreed. Passengers will leave both 
capitals at 21.30, reaching their destination 
at 9.30 the next morning. 


London-Paris and Brussels Services 
Additional services to operate next 
summer via Calais and Boulogne were 


agreed—as were also extra services via 
Ostend. 
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Paris terminus, 





Northern Railway of France, in 1846 
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Profiles of Nord locomotives of 1846 and 1939 


locomotives and train services are given in 
an editorial article this week, and selections 
from a series of humorous drawings pub- 


England-Scandinavia Services 

A new overland service between Holland 
and Scandinavia, commencing on Novem- 
ber 19, 1946, is of particular interest. This 
service, connecting with the London & 
North Eastern Railway London-Harwich- 
Hook of Holland route, provides through 
carriages, restaurant-car facilities, and 
sleeping cars via Bremen, Hamburg, and 
Padborg to Copenhagen, with connections 
to the principal towns in Denmark and 
Sweden. As from July 1, 1947, this 
through service will be extended to Stock- 
holm, and in May will embrace a through 
connection to Berlin. 


Vote ef Thanks: Next Year’s Conference 

At the plenary session, the Chair was 
taken by Dr. M. Paschoud, Director- 
General of the Swiss Federal Railways. 
M. E. Ballinari, Chef Principal de 
l’Exploitation, headed the Swiss delegation 


lished by the S.N.C.F. to mark the cen- 
tenary were reproduced in our October 25 
issue, 


at ali the Timetable and Through Carriage 
discussions. 

At the final meeting of the plenary 
session of the conference, Mr. L. H. K. 
Neil, Continental Traffic Manager, 
L.N.E.R., of the British delegation, pro- 
posed a vote of thanks on behalf of the 
visiting delegations to the Swiss Admini- 
stration for the hospitality extended to 
those attending. 

It was agreed that next year’s confer- 
ence would be held at Istanbul. 


New G.B. INSTRUCTIONAL FILMS.—G.B. 
Instructional Limited has made a series of 
films for the L.M.S.R. showing the ser- 
vices to British industry rendered by the 
L.M.S.R. network. Two travel films for 
the G.W.R. feature the scenic beauties of 
Wales and the West. Other new films 
from the same studios are devoted to the 
manufacture of industrial products. 
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Power-Driven Hand Tools for the Civil Engineer’s 
Department—8* 


Examples of the wide'range of applications for which pneumatic tools are 
now available 


| 


IN a recent survey of civil engineering 

practice in Great Britain during the 
first half of the twentieth century, the use 
oi small power-operated tools was noted 
as one of the major developments in out- 
door work. The speaker referred in par- 
ticular to the value of the petrel engine 
as a source of power, instancing its use 
to drive air compressors and thus permit 
mechanisation of work formerly done by 
hand in situations where electric mains 
are not available. Air-compressing equip- 
ment, itself, has been improved in power 
output and portability as a result of war- 
time experience in producing compressors 
for use in aircraft, and examples of the 
latest practice in this respect have been 
described in these pages. At the same 
time, the number and versatility of com- 
pressed-air tools has enabled this source 
of power to be applied to a widening 
range of purposes, 

Examples of compressed-air tools used 
by the Civil Engineer’s Department of the 
L.N.E.R. were shown in an exhibition held 
some time ago at Kings Cross. Among 
them were several tools supplied by Arm- 
strong Whitworth (Pneumatic Tools) 
Limited, of Close Works, Gateshead-upon- 
Tyne, some of which are illustrated. The 
pneumatically-operated portable sanders 
are convenient for applying a smooth 
finish to timber, concrete, brick, and other 
materials. In the’ machine shown, the 
disc can be fitted with wire brushes fer 
removing rust. A portable grinder was 
also exhibited from the maker’s range of 
tools of this type, which normally have 
6-in. or 8-in. dia. wheels. The too! is self- 
contained, and very suitable on outside 
work for cleaning welds, bevelling plate 
edges, grinding plate edges after burning, 
and similar jobs, 

The portable sump pump illustrated is a 
convenient machine for use in foundations 
where sludge has to be dealt with. The 
discharge pipe is 2 in. dia., and the pump 
has a capacity of 140 gal. per min. at 20 ft. 
head. Another exhibit was one of the 
Armstrong Whitworth range of pneumatic 
woodborers, with a capacity for 14-in. 
holes. Larger sizes also are available. The 
firm supplies portable pneumatic drills in 
various sizes for drilling from 4-in. to 


* Previous articles in this series have egpeared 
in our issues of April 12, April 26, May 17, June 7, 
June 28, August 2, and September 27 





4-in. dia. holes in steel or up to 24-in. 
dia. in wood, an example of which is 
also illustrated on this page. 

Riveting hammers can be obtained in 
various sizes for work with rivets from 





A pneumatic sump pump 


{-in. to It-in., suitable snaps being sup- 
plied for flush, snap, or cup-head rivets. 
The portable jamb riveter illustrated is a 
convenient tool for use in confined spaces. 
A series of chipping and caulking ham- 
mers, suitable for trimming plate edges, 
can be used also for riveting. They are 


Left—Portable pneumatic sander. 
be fitted to this tool for removing rust 
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Body of pneumatic jamb riveter 
for use in confined spaces 


in four sizes, 
-in., and 4-in. rivets. 

Other exhibits by the firm included 
paint scrapers and chipping tools suitable 
for chipping and cleaning steelwork. 
which are especially useful where men 
cannot effectively clean by hand in inac- 
cessible corners. Another problem of 
work in confined spaces is met by a port- 
able pneumatic “ holder-up” available in 
eccentric and concentric types. 


available for 4-in., 3%-in., 


L.M.S.R. PURCHASE OF “ WARWELL 
Wacons.—The L.M.S.R. has brought from 
the Ministry of Supply fifty high-capacity 
“ Warwell ” wagons, specially built for the 
movement of armoured fighting vehicles 
during the war. After structural alteration 
they will be used to convey from manu- 


facturers’ works 60-ft. rails for the re- 
laying of L.M.S.R. tracks. 
SAILING TICKETS FOR IRELAND.—The 


Great Western Railway announces that sail- 
ing tickets will be required by travellers to 
Ireland on the Fishguard—Waterford 
route between December 13 and 31 inclu- 
sive, and from Ireland between December 
28 and January 11 inclusive. Applications 
should be made, not more than six weeks 
before the date of sailing, to the Central 
Inquiry Bureau, Paddington, for sailing 
tickets for the outward journey, and to 
the G.W.R. Agent at Waterford for sailing 
tickets for the return journey. 





Above—Portable type pneumatic drill designed for use 
with steel or wood 


Wire brushes can 
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Southern Railway ‘“‘ West Country ” Locomotives 


Colonel Eric Gore Browne’s naming ceremony tour 





Sir Eustace Missenden, Colonel E. Gore Browne, and ithe Mayor of 


Barnstaple at one of the ceremonies 


November 1, 1946 


of typical scenes at naming ceremonie 
These ceremonies have attracted a good 
deal of attention in the districts served py 
the Southern Railway, and they have been 
well attended. 








A map showing 


COLONEL ERIC GORE BROWNE, the opening ceremony. 


D.S.O., O.B.E., T.D., A.D.C., Chair- 
man of the Southern Railway Company, 
and Sir Eustace Missenden, O.B.E., the 
General Manager, recently have made an 
extensive tour of territory west of Salis- 
bury served by the Southern Railway, in 
connection with the naming ceremonies 
of “ West Country ” class “ Pacific ” loco- 
motives. These locomotives, which were 
built primarily for work on the restricted 
routes west of Exeter, were described and 
illustrated in our July 20, 1945, issue. 
They are numbered in the 21C100 series 
and the initial programme of the class 
was for 70 locomotives. 

The names of these locomotives are all 
associated with places in the West of 
England. The first of the series, No. 
21C101, was named Exeter, and the 
names of others to complete the first thirty 
are as follow:— 


Salisbury Tavistock Exmoor 
Plymouth Launceston Blackmoor Val 
Yeovil Budleigh Salterton Tamar Valley 
Barnstaple Bude Rough Tor 
Exmouth Lyme Regis Yes Tor 
Okehampton Wadebridge Taw Valley 
Ilfracombe Axminster Eddystone 
Bideford Padstow Lundy 
Bodmin Seaton Watersmeet 
Sidmouth Dart noor 


the place names already incorporated in 
the list of locomotive names is reproduced 
herewith, together with some illustrations 


Colonel 


Gore 


Browne 


with an 


employee of the Southern Railway 


at Bideford 
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When the city or town concerned has 








a coat of arms, it is shown beneath the 
nameplate, and the general practice has 
been for the mayor of the city to perform 





The ceremony at Bideford, showing the coat of arms 
beneath the nameplate 


Sketch map showing place names which have been allotted to ** West 


Country” class locomotives 








The Mayor and Mayoress of Ilfracombe in the cab 
of No. 21C117, named afier that town 
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PERSONAL 


he Minister of Transport, in accord- 
ance with the provisions of the ninth 
chedule to the London Passenger Trans- 

t Act, has appointed Sir Samuel 
Giuckstein to succeed the late Sir Maurice 
Jecks as an additional member of the 
Railway Rates Tribunal. The Act pro- 
vides for the appointment of two .addi- 
tional members; the other additional mem- 
ber is Mr. D. G. M. Bernard. 


Mr. B. X. Jessop, Assistant Passenger 
Manager, North Eastern Area, L.N.E.R., 
who, as recorded in our August 16 issue, 
has been appointed Assistant Goods Man- 
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Mr. R. F. Tremayne has been ap- 
pointed Deputy-Secretary & Registrar, 
Canadian Pacific Railway, in succession to 
Mr. F. J. Whiddett, who has retired. 





Mr. J. D. Horgan, District Goods 
Manager, Middlesbrough, L.N.E.R., who, 
as recorded in our August 16 issue, has 
been appointed District Superintendent, 
Hull, joined the North Eastern Railway at 
West Hartlepool in 1912. He was 
appointed a traffic apprentice in 1921, and 
in 1924 became Yardmaster & Staiths 
Superintendent, Dunston-on-Tyne. He sub- 
sequently received appointments as Traffic 
Agent, New Bridge Station, Newcastle-on- 
Tyne (1927); Mineral Traffic (Controller, 


NEWS SECTION 


and who was Chairman of the Manx 
Electric Railway Co. Ltd., left £48,926. 


We regret to record the death on 
October 23, at the age of 94, of Mr. 
G. L. Edwards, M.Inst.C.E., at one time 
Agent & Chief Engineer, Rohilkund & 
Kumaon Railway, who retired in 1912. 





Mr. H. O. Ernst, who, as recorded in 
our October 25 issue, has been appointed 
Manager of the London Office of the Swiss 
Federal Railways and Swiss State Travel 
Bureau, joined the Swiss Federal Railways 
in 1912 at the age of 18, after graduating 
from the Railway Section of the Technical 
Training College at Winterthur. After 





Mr. B. X. Jessop 


Appointed Assistant Goods Manager, 
North Eastern Area, Y.E.R. 

ager, North Eastern Area, is a son of the 
late Professor C. M. Jessop, for many 
years Professor of Mathematics at Dur- 
ham University. Mr. B. X. Jessop was 
educated at St. Bees and at Clare College, 
Cambridge, and joined the L.N.E.R. as a 
traffic apprentice in 1927. After serving 
in the Traffic and Goods Departments, he 
was appointed in 1933 Assistant to the 
District Goods Manager, Leeds, with 
special responsibility for cartage. In 1935 
he became Chief Clerk, and later Assis- 
tant, to the District Passenger Manager, 
Newcastle. In 1937 he was appointed 
Assistant District Goods Manager, and in 
1939, District Passenger Manager, at 
Leeds. As a member of the Supplemen- 
tary Reserve he was called up at the 
outbreak of war, and he held appoint- 
ments in the Movements Directorate in 
France, England, Northern Ireland and 
India. He officiated, before his demobili- 
sation, as Director of Movements, India 
Command, with the acting rank of Briga- 
dier. During his absence with the Forces 
he was appointed District Superintendent, 
Sunderland, and later Assistant Passenger 
Manager, North Eastern Area, taking up 
the latter appointment in October, 1945. 





Mr. Norman Stocks, General Manager 
of the Paraguay Central Railway, has re- 
signed his position for reasons of ill- 
health, but will take up residence in 
Buenos Aires as a Local Director. 


Mr. J. D. Horgan 


Appointed District Superintendent, 
Hull, L.N.E.R. 


Hull (1930); Dock Agent, King George 
Dock, Hull (1931); and Dock Superinten- 
dent, St. Andrew’s Dock, Hull! (1935). In 
February, 1941, his services were lent to 
the Mersey Docks & Harbour Board for 
railway liaison duties at Liverpool and 
Birkenhead; and in the next August he 
returned to Hull as Port Assistant to Chair- 
man, Port Emergency Committee. In 
March, 1943, Mr. Horgan became Acting 
District Goods & Dock Manager, West 
Hartlepool, and in 1944 was confirmed in 
that post. In June, 1944, he was 
appointed Acting ‘District Goods & Dock 
Manager, Middlesbrough; and he was con- 
firmed as District Goods Manager in 
August, 1945. From July, 1915, to Febru- 
ary, 1918, Mr. Horgan served in the R.N., 


R.N.A.S. and R.A.F., and was com- 
missioned as a_ pilot. He obtained the 
Diploma in Commerce of Armstrong 


College, Newcastle (Durham University), 
in 1923. 





We regret to record the death on Octo- 
ber 27, at the age of 60, of Mr. George 
Sinclair Pelly, Superintendent, Transporta- 
tion (Traffic), Bengal-Nagpur Railway, on 
leave preparatory to retirement. 

The late Sir Arthur Griffith-Boscawen, 
who was Chairman of the Transport Ad- 
visory Council, a member of the Inland 
Tran port War Council, Chairman of the 
Royal Commission on Transport, 1928-30, 


Mr. H. O. Ernst 


Swiss Federal 
Bureau 


Appointed Manager, London Office, 
Railways and Swiss State Travel 


service at various stations in Switzerland, 
including two years at Geneva, partly as 
Liaison Officer between the International 
Red Cross and the railways during the war 
of 1914-18, he was transferred in 1919 to 
the London Office of the Swiss Federal 
Railways and has served there ever since; 
he was promoted Chief Clerk in 1935 and 


Assistant Manager early this year. Mr. 
Ernst now represents both the Swiss 


Federal Railways and the Swiss National 
Tourist Office in Great Britain. 





Mr. S. W. Spendlove, A.M.LE.E., 
M.I.R.S.E., who, as recorded in our 
October 4 issue, has retired from the posi- 
tion of Divisional Signal & Telegraph 
Engineer, Manchester, L.M.S.R., began his 
railway career at Derby in the Telegraph 
Department of the Midland Railway. 
After three years he was transferred to the 
headquarters staff at Derby. In 1909 he 
was appointed to the Northern District, 
where he was in charge of electrical sig- 
nalling and telegraph equipment; the 
6,600-V a.c. single-phase electric trac- 
tion line, Heysham; and the com- 
pany’s wireless transmitting station at 
Heysham Harbour, together with the wire- 
less equipment on the Heysham-Belfast 
steamers. In 1926 Mr. Spendlove was 
appointed to the L.M.S.R. district at 
Lancaster, embracing sections of the 
former London & North Western, Lan- 
cashire & Yorkshire, Midland, and Fur- 
ness Railways. When, in 1929, a com- 
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Mr. S. W. Spendlove 


Divisional Signal & Telegraph Pageer, 
Manchester, L.M.S.R., 1937- 


bined Signal & Telegraph Engineer's 
Department was created on the L.M.S.R., 
he was appointed Assistant to the Divi- 
sional Signal & Telegraph Engineer, 
Manchester. Mr. Spendlove was appointed 
Divisional Signal & Telegraph Engineer, 
Manchester, in 1937. 

Mr. H. E. Pedley, who, as recorded in 
our October 4 issue, has retired from the 
position of District Passenger Manager, 
Liverpool, L.M.S.R., entered the service of 
the Midland Railway in the office cf the 
Superintendent of the Line, Derby, in 1897. 
After passing through various sections of 


the Commercial Department, he was 
appointed Chief Traffic Development 
Clerk, Passenger Commercial Superinten- 


dent’s Department, Derby, in 1925. While 
on the centralisation at Derby of the 
passenger rates and fares offices of the 
companies forming the L.M.S.R. group, he 


was Deputy Passenger Rates & Fares 
Assistant to the Passenger Commercial 
Superintendent. In 1929, Mr. Pedley was 


Mr. H. E. Pedley 


District Passenger —“— 
L.M.S.R., 1938 


i. iverpool, 


appointed the company’s Railway Clearing 
House representative, responsible for all 
commercial matters relating to the Pas- 
senger Department, and during 1930 he 
was Chairman of the Passenger Train 
Rates & Fares Conference. In 1931 he was 
appointed Chief Parcels Clerk to the Pas- 
senger Commercial Superintendent at 
Derby, and in 1932 returned to the Pas- 
senger Rates & Fares Office to take charge 
of that section under the Chief Commer- 
cial Manager, with headquarters at Euston. 
He was appointed District Passenger 
Manager at Liverpool in 1938. During 
the recent war, Mr. Pedley was responsible 
for the co-ordination of the L.M.S.R. 
Home Guard and the L.M.S.R. A.R.P. 
arrangements in his’ district, | which 
embraced both sides of the Mersey. 





Mr. J. H. Chitty, who, as recorded in our 
August 23 issue, has been appointed Wel- 
fare Officer, Southern Railway, entered the 
service of the L.S.W.R. in 1920. He was 
selected for special training in the Freight 





Dr. Santiago A. Klappenbach, of the company’s legal staff (left), Senor 

J.C. Lavandera, Commercial Assistant to General Manager, and Mr. 

M. F. Ryan, Managing Director, Buenos Ayres & Pacific Railway, at 

the luncheon recently given in Senor Lavandera’s honour (see accompanying 
paragraph) 


J. H. Chitty 


Appointed Welfare Officer, 
Southern Railway 


Section of the Traffic Manager’s Office 
in 1934. Mr, Chitty was appointed Acting 
Senior Assistant Goods Agent at Brick- 
layer’s Arms in April, 1940, and became 
Chief Staff Clerk, Nine Elms, in February, 
1941. In August, 1943, he was appointed 
Acting Chief Staff Clerk, London District 
Freight Division. On December 1, 1944, 
he became Acting Senior Assistant Agent 
at Nine Elms, which position he has 
vacated to take over the post of Welfare 
Officer for the whole of the Southern 
Railway, embracing a staff of some 67,000. 


Among decorations conferred by the 
President of the U.S.A., for the wearing 
of which the King has granted unrestricted 
permission, are:— 

Legion of Merit, Degree of Commander: 


Major-General Sir Donald Jay Mc- 
Mullen, K.B.E., C.B., D.S.O., late R.E. 
Legion of Merit, Degree of Officer: 


Brigadier Llewelyn Wansbrough-Jones, 


C.B., C.B.E., late R.E.; Lt.-Colonel W. 
Bryan Draper, late R.E. 

Bronze Star Medal: Colonel S. O. 
Screen, O.B.E., late R.E.; Lt.-Colonel 
D. S. M. Barrie, M.B.E., late R.E. 


On the occasion of his diamond jubilee 
in the service of the Buenos Ayres & 
Pacific and other British-owned railways 
in Argentina, Senor Justo C. Lavandera, 
Commercial Assistant to the General 
Manager, B.A.P.R., was the guest of 
honour at a luncheon recently organised 
by colleagues and friends. Senor Lavan- 
dera has served the B.A.P.R. during 54 
years. After luncheon, Mr. Mervyn F. 
Ryan, Managing Director of that com- 
pany, paid tribute to the guest of honour 
for his outstanding qualities and as a 
member of the staff whom he thought an 
artist in his treatment of the manifold 
problems connected with railway rates. 
Sefior Lavandera said that he thought the 
opportunity afforded him to address such 
a large and representative gathering could 
not be passed without mentioning Mr. 
J. A. Goudge, Chairman of the B.A.P.R., 
and recalled that Sefior Pablo Nogues, 
formerly Administrator-General of the 
Argentine State Railways, had once stated 
that the most Argentine of Englishmen he 
had known was Mr. Goudge. Mr. 
Goudge, Sefior Lavandera added, had set 








KUM 





ten 
sio! 
int 
sio! 

N 
ten 
Div 
ter. 


Op 
tric 


suc 
Dis 
N 


Car 


Staf 
Mai 











KUM 


November 1, 1946 


him a great example to follow in his 
career. Among those present were Sir 
Edward Mather-Jackson, Dr. Luis P. 
O'Farrell, and many railway officers. A 
telegram of congratulation was received 
from Mr. Goudge from London. 





We regret 7 record the death, at the 
age of 95, of Mr. William Frederick Bur- 
leigh, who retired from the Westinghouse 
Brake & Signal Co. Ltd., in 1936, after 
spending 66 years in railway signalling 
work. Mr. Burleigh, the son of a civil 
engineer, in 1870 joined the firm of 
Stevens & Sons, of Southwark, prominent 
in the early days of signalling and long 
especially associated with the L.S.W.R. 
He became Chief Engineer to the firm, 
and had charge of the arrangements made 
for re-signalling the Waterloo terminus in 
1892, further reference to which work is 
made in an editorial note. In 1910 Mr. 
Burleigh joined McKenzie & Holland 
Limited, and in 1920 the Westinghouse 
Brake & Signal Co. Ltd., specialising in 
the designing of locking for lever frames. 





L.M.S.R. APPOINTMENTS 

Mr. R. C. Bond, Mechanical Engineer 
(Locomotive Works), Derby, to be Deputy 
Chief Mechanical Engineer, Derby. 

Mr. J. W. Watkins, Divisional Superin- 
tendent of Operation, Crewe, to be Divi- 
sional Operating Manager, Crewe. 

Mr. C. Phizackerley, Divisional Super- 
intendent of Operation, Derby, to be Divi- 
sional Operating Manager, Derby. 

Mr. R. O. Banister, Divisional Superin- 


tendent of Operation, Manchester, to be 
Divisional Operating Manager, Manches- 
ter. 

Mr. P. J. Fisher, Assistant District 


Operating. Manager, Liverpool, to be Dis- 
trict Operating Manager, Rugby. 

Mr. E. Lees, District Controller, Wigan, 
succeeding Mr. P. J. Fisher as Assistant 
District Operating Manager, Liverpool. 

Mr. T. P. Strafford, District Controller, 
Carlisle, to be District Operating Manager, 
Crewe. 

Mr. R. Powell, Assistant District Goods 
& Passenger Manager, Perth, succeeding 
Mr. T. P. Strafford as District Controller, 
Carlisle. 

Mr. J. Galbraith, Chief Clerk, District 
Goods & Pas-enger Manager’s Office, 
Perth, to be Assistant District Goods & 
Passenger Manager, Perth. 

Mr. R. I. Spencer, District Locomo- 
tive Superintendent, Nottingham, to be 
Assistant (Motive Power), Office of Divi- 
sional Superintendent of Operation, Derby, 
in place of Mr. J. J. P. Sheridan, retiring. 

Mr. S. M. Audinwood, Assistant District 
Operating Manager, Derby, succeeding Mr. 


I. Spencer as District Locomotive 
Superintendent, Nottingham. 
Mr. F. Egerton, District Controller, 


Stafford, to be Assistant District Operating 
Manager, Derby. 

Mr. G. K. Tatterson, District Controller, 
Crewe, to be Assistant District Operating 
Manager, Crewe. 

Mr. M. Saunders, District Controller, 
Nuneaton, to be Assistant District Oper- 
ating Manager, Rugby. 

Mr. S. F. Green, District Controller, 
Rugby, succeeding Mr. M. Saunders as 
District. Controller, Nuneaton. 

Mr. R. N. Barlow, Assistant District 
Controller, Rugby, to be Assi tant to Dis- 
trict Operating Manager, Rugby. 

Mr. S. P. W. Corbett, Conk Agent, 
Middleton Junction, to be Assistant to Dis- 
trict Operating Manager, Crewe. 

Mr. S. Simcock, Assistant District Con- 
troller, Crewe, to be Yardmaster, Basford 
Hall (Crewe). 
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L.M.S.R. Presentation to 
Baltimore & Ohio Railroad 


Mr. W. K. Wallace, Chief Civil Engi- 
neer of the London Midland & Scottish 
Railway, was the representative of Sir 
William Wood, President of that railway, 
in making a presentation to Mr. R. B. 
White, President of the Baltimore & Ohio 
Railroad, in token of the appreciation of 
the L.M.S.R. for the care which the Balti- 
more & Ohio took of the “Coronation 
Scot” while it was in the U.S.A. The 
presentation was made at a luncheon given 
at the Maryland Club in Baltimore by Mr. 
White in honour of Mr. Wallace and his 
associates from the L.M.S.R., Mr. H. B. 
Everard, Assistant Engineer (Permanent 
Way), Dr. J. L. Martin, Assistant Archi- 
tect, Mr. R. L. MclIlmoyle, Assistant Engi- 
neer (Structures), and Mr. H. H. Dyer, 
Assistant Signal & Telegraph Engineer, 
who, as recorded in our August 30 issue, 
accompanied Mr. Wallace to America. 
Mr. T. D. Slattery, General Traffic 
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more & Ohio, Mr. White stated that in 
1941, at the instance of the British-Ameri- 
can Ambulance Corps. Baltimore & Ohio 
employees had raised $85,000 for the pur- 
chase of a flying ambulance for the Royal 
Air Force, and that there also had been 
sufficient money in the fund to pay for the 
equipping of a home for children in 
England who had been orphaned by the 
bombings of London, and for the sending 
of 500 wireless receiving sets for the use 
of British railway employees during air- 
raid duty. 

Replying, Mr. Wallace emphasised the 
long-standing friendship between the 
L.M.S.R. and the Baltimore & Ohio, and 
particularly between the late Chairmen of 
the two railway companies, Lord Stamp 
and Daniel Willard. 

He said that the sterling dinner dishes he 
had brought with him for presentation 
to Mr. White represented the finest crafts- 
manship of England in 1816, and he re- 
marked humorously that he trusted that 
the head of King George III, stamped on 
the sterling to indicate that the tax had 





Mr. W. K. Wallace (left), 
presentation to Mr. R. B. White, President, Baltimore & Ohio Railroad, 
in token of appreciation of the care which the Baltimore & Ohio took 


of the * 


Manager, Associated British & Irish Rail- 
ways, New York, was present, with some 
fifty leading business men of Baltimore. 

Introducing Mr. Wallace, Mr. White 
outlined briefly the history of the “ Coro- 
nation Scot” in the U.S.A., including its 
unloading at the Baltimore & Ohio piers 
in Baltimore in 1939, and the prepara- 
tions for its exhibit in New York at the 
World’s Fair and for its exhibition tours; 
also the sending of the coaches to Jeffer- 
sonville, Indiana, where they were used 
as an Army officers’ club during the last 
two years of the war, the shipment of the 
locomotive back to England in 1943, and 
finally the return to Great Britain of the 
coaches. 

Mentioning the friendly relationship be- 
tween the British railways and the Balti- 


Chief Civil Engineer, L.M.S.R., making a 


Coronation Scot”? while it was in the U.S.A. 


been paid on it, would not make the silver 
the less welcome in Baltimore 
The presentation consisted of a pair of 
gadroon and beaded border entrée dishes 
and covers weighing 114 ounces, made in 
1816 by Benjamin Smith. The inscription 
is as follows:— 
Presented to 
Mr. R. B. White, President, 
The Baltimore & Ohio Railroad, 
as a token of thanks by 
The London Midland & Scottish Railway 
for the safekeeping of the 
Coronation Scot Train, 1939-1946 
The hallmarks are as follow:— 
Lion.. . sterling silver mark 
Leopards Head Crowned.. : London Assay Office 
King George Ili Head .. duty mark (at that 
period there wasa 
duty on silver) 


A. as oni ots «.. the year 1816 
B.S. ... baa aad ... the maker (Benjamin 
Smith) 
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Railway Charges Consultative Committee 


Railway companies reject shipping proposals : 


The Railway Charges Consultative Com- 
mittee continued its inquiry in London on 
Monday, October 21, into the adjustment 
of the rates, fares, and charges of the con- 
trolled railway companies and joint lines. 
Sir Bruce Thomas, K.C., is Chairman of 
the Committee, the other members being 
Mr. H. E. Parkes and Mr. T. E. Argile. 

Mr. F. A. Pope, a Vice-President of the 
L.M.S.R., said that he had devoted some 
time to studying the proposals put forward 
by the Chamber of Shipping on behalf of 
coastwise shipping interests, and of the first 
proposal, exceptional rates more than 40 
per cent. below standard were introduced 
mainly to retain or attract traffic, particu- 
larly road transport, or to retain some 
traffic which might otherwise have gone 
by coastwise shipping at that time. 

“A great many of these rates are of 
long standing, and since coming into 
operation they have all been submitted to 
the Railway Rates Tribunal for approval. 

“ Exceptional railway rates between ports 
are inter-related with other exceptional 
rates which affect places in the near 
vicinity of the ports. As a result, if the 
port-to-port rates were altered, other rates 
would become affected similarly. Traders 
in the vicinity of the ports would have 
an exceptional rate which would have a 
preference because their rates would re- 
main unaltered, and the port-to-port rates 
would be increased. 

“If you raise the rates between two 
ports, say Glasgow and. Liverpool, the 
number of other rates affected are enor- 
mous, because if you have got a rate for 
particular traffic through Glasgow to 
Liverpool, that rate is related to many 
other rates. 


EFFECT OF PORT-TO-PORT INCREASE 

“* Supposing we put up those port-to-port 
railway rates to not more than 40 per 
cent. below standard, the amount of traffic 
that would be affected from the coastwise 
shipping point of view is as nothing to the 
amount of traffic that would be affected 
from the railways’ point of view, because 
of the big flow of machinery, etc., from 
between Glasgow and Liverpool not con- 
cerned with coastwise shipping. 

“ If this proposal is adopted, one of the 
effects of altering the rates would be to 
divert traffic from the railways to the 
roads,” Mr. Pope continued. ‘“ Road and 
motor transport is getting back into its 
stride very well. The loss of traffic to 
road transport would have a serious effect 
financially on railway revenue. 

“And if the port-to-port rates were 
raised, as the Chamber of Shipping pro- 
poses, all the traders concerned would be 
required to be given 30-days’ notice under 
the Railways Act.” 

Mr. H. G. Robertson, for the railways: 
i = they then have the right to object?” 
—‘ Yes.” 

“Do you anticipate that if this proposal 
was given effect to, the traders would be 
complacent, or would they object? "— 
“My view is they would object strongly.” 

Mr. Pope said that it was not in the 
national interest that the exceptional rates 
40 per cent. below standard port to port 
should be raised, because it would affect 
prices of goods to consumers. He was 
stressing the point that, if the proposal 
was sanctioned, certain traffic now carried 
by the railways would go to coastwise ship- 
ping, when Mr. H. E. Parkes, a member 
of the Committee, intervened: “I thought 


End of inquiry 


we were told by the coastwise shipping 
witnesses that they were only concerned 
with retaining their existing traffic? ” 

Mr. Pope: “If that is their view, I 
accept it, but if, in order to help them 
retain their traffic, we have got to put our 
rates up, we shall lose that traffic. 

Sir Bruce Thomas, K.C., Chairman: 
“Your estimate for 1947 is based, first, 
on your estimate for 1946. At the present, 
owing to the assistance that the coastwise 
shipping people are getting, they are taking 
a fair amount of the traffic. And that is 
not reflected in either the 1946 or 1947 
estimates; therefore, if anything was done 
to secure to coastwise shipping in 1947 
the traffic which they now have, that 
wouldn’t affect the estimates you have laid 
before us? "—* 

Sir Bruce Thomas: ‘“When that assis- 
tance is withdrawn from coastwise ship- 
ping, what would be the immediate effect 
of that? "—‘ It must be to have a very 
serious effect on their net revenue. 

“ Therefore, having regard to the impor- 
tance to the nation of .a.coastwi-e ship- 
ping industry, it must be a prosperous 
one. How is that to be secured? "—*I 
entirely agree that there ought to be a 
good coastwise fleet, but the point is, why 
should the railways be the machinery for 
helping another industry through a period 
of depression? If it is necessary to help 
a particular industry on its feet in the 
national interest, it is wrong, in my view, 
to give it a hidden subsidy by altering rail- 
way rates. 

Sir Bruce: “ You fear that, if anything 
like the proposals which the coastwise ship- 
ping owners have laid before us are 
adopted, the traffic which might then be 
diverted from the railways wouldn’t neces- 
sarily be diverted to coastwise shipping? ” 
—‘ That is so.” 

‘“*T gather you can see no remedy for this 
problem except by continuing a public 
subsidy as long as required? *"—‘ Yes.” 

On the second Chamber of Shipping 
proposal that the Minister of Transport 
should be advised to give a general direc- 
tion that exceptional rates 20 to 40 per 
cent. below the standard should be subject 
to adjustment through existing agreements 
between the shipowners and the railway 
companies, and that any rates over which 
there was a deadlock in conference should 
be brought before the Charges Consulta- 
tive Committee, Mr. Pope said: “ It is not 
practicable.” 

‘It has been suggested, and seems to 
be felt by the shipping people, that the 
conferences haven’t worked as they should 
have done in accordance with the spirit of 
the agreements in 1934. I will make it 
my personal duty to see that the con- 
ferences themselves start up again, and are 
working in the spirit we want, in the spirit 
of the agreement.” 

On the third proposal, that new agreed 
charges or the renewal of existing agreed 
charges on the railways should not be 
authorised unless assessed within pre- 
scribed zones based upon a radius of 50 
miles from the point of origin of the 
traffic, Mr. Pope said: “It would start off 
by defeating the whole object of the insti- 
tution of agreed charges.” 

The iast proposal, that the increase on 
all dock dues and charges for coastwise 
vessels and cargoes should be only 15 per 
cent. above pre-war, would result in a loss 
of revenue to the railway companies of 
£341,000, Mr. Pope said. 
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“Our object in recommending that all 
transactions at the railway-owned docks 
should bear a 60 per cent. increa:e over 
pre-war is that we do not like the prin- 
ciple of picking out particular users of 
the railway, or particular flows of traffic, 
and using the railway machine for giving 
them favourable treatment,” he said. 

“Tf a particular user of the railway re- 
quires in the national interest to be classed 
thus, our suggestion is that the railway 
organisation should not be used for that 
purpose. We, therefore, put up our re- 
commendation that the dock charges on 
ships should be raised to 60 per cent. all 
round, thus abolishing the differential be- 
tween coastal liners and other shipping 
which was introduced during the war. 
But this 60 per cent. increase won’t make 
the railway docks self-supporting; for that, 
the charges would have to go up to 130 
per cent. 

“We are hoping that when things get 
more normal, and especially when export 
of coal comes back, the amount of tralfic 
passing through the railway-owned docks 
will enable them to show a better and 
more self-supporting result.” 

Sir Bruce: “Would your view be the 
same if your docks, instead of showing 
a deficit at the existing level of charges 
of £24 millions, were in a prosperous con- 
dition from the point of view of the capital 
invested in them? ”—* Certainly.” 

“There is a differential in favour of 
coastwise shipping in many of the non- 
railway-owned ports, harbour, and docks 
rates? "—"“ Yes.” 

“It has been recognised, therefore, that 
coastwise shipping should pay less dock 
dues than foreign-going vessels. Why 
shouldn’t that apply in the case of the 
railway docks? "—‘“It does. Out of 11 
railway-owned ports, nine give a coastwise 
differential on vessels, but only one on 
cargoes.” 

Mr. Geoffrey Hutchinson, K.C., for the 
Chamber of Shipping: “ In the case of the 
exceptional rates from port to port which 
were established in competition with 
coastwise shipping some time ago, would 
you agree that the traders are today getting 
their goods carried on very favourable 
terms to themselves? ”—‘* Yes.” 

“And would you agree that, where 
traders get their goods carried on favour- 
able terms like that, they might reasonably 
be asked to make an additional contribu- 
tion to the burden which the body of 
traffic as a whole is called upon to bear? ” 
me You will never get people to agree to 
that.” 

“ Would you agree that they are receiv- 
ing today something which you have called 
‘a hidden subsidy ’ ”’?—‘ Certainly not.” 

“Not if, long ago, the rates were estab- 
lished in competition with coastwise ship- 
ping? "-—‘‘ No; it doesn’t work out like 
that.” 

PERMANENT PROPOSALS 

‘ Mr, Cyril R. Dashwood, chief accoun- 
tant of the G.W.R., told the Committee: 
“T have examined the proposals of the 
Chamber of Shipping, and by their very 
nature, the proposals appear to be of a 
permanent nature. I think, at this stage, 
having regard to the fact that we are in 
such early days after the war, permanent 
proposals are quite inappropriate for meet- 
ing a situation in the shipping industry 
which, to say the least of it, is obscure, 
which may be temporary in character, and 
which, if the existing subsidies which they 
enjoy are continued during 1947, have no 
relation to this inquiry.” 

Dealing with increased working costs for 
the coastwise shipping, Mr. Dashwood re- 
ferred to the position of the railway-owned 
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ships, and said: “We are hoping to re- 
place our losses by more modern and 
economical vessels.” 

‘In my view, the shipping companies 
have not disclosed what their net revenue 
is, either during the war, or at present, or 
in prospect. In fact, I suggest the Com- 
mittee has no evidence before it, apart 
from, perhaps, indirect evidence afforded 
by the fact that the Government has ex- 
tended the shipping owners some assis- 
tance, of the inability of the undertaking 
to withstand the impact of the present 
position. 

“IT am almost bold enough to suggest 
that the case of the Chamber of Shipping 
is to ask the Committee, in effect, to grant 
a subsidy of an unknown amount to meet 
a disability, the extent of which is un- 
known, and the existence of which, from 
a net revenue point of view, is unsupported 
by evidence, and so far as 1947 is con- 
cerned, is quite problematical.” 

FINANCIAL SAFEGUARDS 

With the granting of subsidies to coast- 
wise shipping, there should be some finan- 
cial safeguards, Mr. Dashwood continued. 
“Such safeguards should include publi- 
cation of accounts in the prescribed way, 
the limitation of profits, and, possibly, an 
inquiry into efficient management.” 

Mr. Hutchinson, cross-examining: “In 
view of the task set the Committee by the 
Minister to have regard to the importance 
of maintaining adequate coastwise -ser- 
vices, what do you think the Committee 
should do? *—‘‘ What I think they should 
do is to consider seriously the maintenance 
of the differential im favour of coastal 


lines and cargoes which the Minister him-’ 


self adopted on July 1, 1946. 

“Is it your suggestion that that should 
be the extent to which the Committee 
should give effect to its terms of refer- 
ence? "—‘ Very definitely.” 

“That they ought to tell the Minister 
that they should do nothing more than 
limit themselves to adjustments of dock 
charges? *—* That is so.” 

The hearing adjourned until Wednesday, 
when Mr. Roland Adams, representing the 
Traders’ Dock and Harbour Co-ordinating 
Committee, said that, in view of the ad- 
missions from the railway companies’ wit- 
nesses that sea charges could remain as 
they were, including the dock charges, 
without putting out their calculations, and 
that the railway companies were not de- 
pending in any way upon an increase in 
dock charges to produce the net revenue 
required, he did not need to call any evi- 
dence to satisfy the Committee that it was 
in the interests of traders that the habits 
and customs of their trade should be inter- 
fered with as little as po:sible, and that 
price levels on the whole should appear 
to remain as constant as possible. 

“Traders, as a whole, entirely support 
the Chamber of Shipping submi:sion that 
the 15 per cent. increase should be retained 
for coastal liners and should be extended 
to coasting tramps and their cargoes. It 
must be in the interests of the traders that 
the whole coastwise marine should be kept 
as an adequate and efficient instrument of 
transport. 

Speaking on the railway companies’ pro- 
posal to increase the surtharge on dues for 
coastal liners and cargoes from 15 per 
cent. to 60 per cent. over pre-war, Mr. 
Adams commented: 

“This is really quite a savage differen- 
tial.- It looks frightening compared with 
the percentage surcharges on all the other 
railway rates. In one part of their case, 
the railway companies say: ‘ We don’t like 
differentials,” but here they are suggesting 
a differential which appears to suit them.” 
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Referring to the proposal from the rail- 
way companies to raise the rates and dues 
for other vessels, which included coasting 
tramps and the deep-sea fleet, from 40 per 
cent. to 60 per cent., Mr. Adams pointed 
out that this traffic had already borne an 
increase from 20 per cent. to 40 per cent. 
on July 1 of this year. 

“ The railway companies have made out 
no concrete case for singling out the docks 
from all their other activities as one which 
should be made to pay. Indeed, any such 
last-minute repentance would be out of 
place this year, because they have always 
regarded their docks as ancillaries to their 
railway undertakings, and have adopted a 
railway policy, rather than a docks policy, 
in the management of them. 

“ | ask this Committee to say that, what- 
ever adjustments are recommended to rail- 
way rates, that the charges of docks and 
harbours owned by the railway companies 
should not be increased above the figure 
fixed on July 1, and, if possible, should be 
reduced so that their increases over pre- 
war bear the same-relationship to all other 
classes of railway traffic.” 

Mr. Granville Slack, appearing for the 
National Coal Board, said: “The coast- 
wise shipping industry is, perhaps, not such 
a broken industry as one side of the pic- 
ture would suggest. We agree with the im- 
portance of maintaining adequate coastwise 
shipping services, but we do not wish to 
have to pay for that. If coastwise shipping 
is to be assisted, it should be done by 
the country as a whole.” 

Mr. Slack could only support the last 
of the four proposals of the Chamber of 
Shipping, that the surcharge upon all dock 
dues and cargoes in respect of coastwise 
vessels should be only 15 per cent. over 
pre-war, and he urged the Committee, if 
there was any money to spare, to use it 
to relieve the dock charges recommended 
by the railways. 

Mr. Clifford Edgelow, representing Bris- 
tol Corporation and the Bristol Chamber 
of Commerce, said that the port authori- 
ties and traders of Bristol were most sym- 
pathetic with the Chamber of Shipping in 
its desire to maintain coastwise shipping 
services, but they considered that its pro- 
posal that exceptional railway rates estab- 
lished port to port and more than 40 
per cent. below <tandard should be raised 
to 40 per cent. below standard, were open 
to criticism. 

“The proposal to alter the structure of 
exceptional rates is not practicable and 
would create more difficulties than could 
be remedied. It is inequitable, because it 
proposes to raise the rates by a stroke of 
the pen and thereby strip the individual 
trader of the protection he has enjoyed, 
under existing legislation, to be heard.” 

Mr. B. J. McKenna, for the British Iron 
& Steel Federation, submitted there had 
been no evidence that the present benefits 
would be withdrawn from coastwise ship- 
ping in 1947, and claimed that the adop- 
tion of the Chamber of Shipping proposals 
to alter exceptional rates would not be of 
any real benefit to coastwise shipping, but 
would seriously injure the trade interests 
for which he appeared. 

Mr. Alfred Tylor, K.C., for the railway 
companies, said: “The proposals of the 
Chamber of Shipping, quite apart from the 
prejudicial effect they will have on the 
railway companies and on industry gener- 
ally, are not calculated to bring the assis- 
tance to the coastwise shipping industry 
that has been suggested.” 

Of the Chamber of Shipping proposal to 
zone new or renewed agreed. charges, Mr. 
Tylor said: “It is carrying the protection 
of coastwise shipping to an absurdity.” 
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Turning to the question of dock charges, 
Mr. Tylor said that the railway companies 
had recommended the increases because 
they thought that they should, as far as 
pos ible, make their docks self-supporting. 

‘That doesn’t mean you can make a 
dock entirely self-supporting,” he added, 

‘but the railway companies did feel they 
should go as far as they thought they 
were justified in asking their docks to pull 
their own weight in the railway under- 
taking. The railway companies did not 
introduce any differential because they did 
not see any economic grounds for it. 

“Tt is difficult to see why coastwise ship- 
ping interests should have any greater ad- 
vantage than ocean-going ships. The rail- 
way companies have not heard any argu- 
ments advanced to alter their views that 
there is no ground for affording a differen- 
tial, and that the proper level of charges 
is an increase of 60 per cent.” 


FINAL SPEECH FOR CHAMBER OF SHIPPING 


Mr. Geoffrey Hutchinson, K.C., for the 
Chamber of Shipping, in his final speech, 
submitted: “ The main propositions which 
I set out to establish have been establi:hed 
and have not been substantially challenged. 
The proposition is, that it is clear that, 
when the assistance which the coastwise 
shipowners now receive from the Minister 
of Transport is withdrawn, coastwise ship- 
ping rates will become altogether uncom- 
petitive with railway rates. 

“My second proposition is, that that 
state of affairs has been brought about 
by the increased operating costs of coast- 
wise shipowners and the entire difference 
in incidence of operating costs between the 
railway companies and coastwise ship- 
owners. The result is that, whereas coastal 
shipowners’ rates must inevitably rise in 
pretty close relationship with their in- 
creases in operating costs, the railway 
companies have not had the same ex- 
perience. 

“We are satisfied to accept reasonable 
competition. It is not a question of 
attracting traffic away from the’ railways. 
Our immediate problem is to keep what 
traffic we have got. We don’t desire to 
become a subsidised industry, All we ask 
is to get back to a position in which we 
can reasonably compete.” 

Dealing with the opposition from the 
railway companies to the Chamber of 
Shipping proposals, Mr. Hutchinson 
stressed that the railways would not lose 
traffic to coastwise shipping. “It is diffi- 
cult to see how our proposals could have 
been described yesterday by one of the 
railway companies’ witnesses as ‘a hidden 
subsidy ’ paid by the railway companies.” 

Against the argument that fraders would 
be seriously interfered with if the port- 
to-port railway rates 40 per cent. below 
standard were stepped up, Mr. Hutchinson 
said: “ Although we have had a large 
number of traders and trading bodies re- 
presented here, not one trader has given 
any evidence of the effect the proposals 
would have upon him.” 

Of the suggestions made, that the pro- 
posal would cause the railways to lose 
traffic to road transport, Mr. Hutchinson 
submitted that, unless railway and road 
haulage rates were co-ordinated upon the 
lines originally suggested by the Trans- 
port Advisory Council in 1939, the result 
would inevitably be that road haulage 
would take a substantial portion of traffic 
away from the railways. 

The inquiry, which opened on Septem- 
ber 16, then concluded, Sir Bruce Thomas, 
K.C., Chairman, remarking: “We will 
make our report in due course. When 
that will be, I would not like to say.” 
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Questions in Parliament 


Reconstruction of Potters Bar Station 

Mr. Ernest Davies (Enfield—Lab.) on 
October 14 asked the Minister of Trans- 
ort when it was proposed to reconstruct 

otters Bar L.N.E.R. Station in accord- 
ance with the recommendation contained 
in the report on the train accident of 
February 10, 1946, prepared by Lt.-Colonel 
Sir Alan Mount. 

Mr. Alfred Barnes (Minister of Trans- 
port): The company. informs me that a 
scheme is now being prepared to meet Sir 
Alan Mount’s recommendation for the 
reconstruction of Potters Bar Station, and 
that the necessary parliamentary powers 
will be sought in the furthcoming session. 


Railway Restaurant Cars 

Lt.-Colonel -S. Shephard (Newark—C.) 
on October 14 asked the Minister of 
Transport if he was aware that, although 
the journey from Inverness to Euston took 
16 hours, no restaurant-car facilities were 
provided; and what steps he proposed to 
take to restore that service. 

Mr. Alfred Barnes, in a 
answer, stated: The railway com- 
panies are restoring restaurant cars 
as quickly as possible. A_ restaurant 
car is now attached to the 8.40 a.m. train 
from Inverness at Preston at 6.21 p.m., 
and as soon as possible a restaurant car 
will be attached to this train at Perth at 
12.6 p.m. A restaurant car is also attached 
to the 7.20 p.m. from Euston at Perth 
at 5.5 a.m. Shortage of staff at present 
prevents the restoration of a restaurant car 
on the 4.30 p.m. from Inverness. 


written 


Embargo on Goods Delivery 

Mr. David Renton (Huntingdon—Lib.) 
on October 14 asked the Minister of 
Transport if he would state ithe reason 
for the embargo on deliveries of goods 
forwarded by rail from Leeds to Ramsey, 
Huntingdonshire; and how long it was 
intended that that embargo should last. 

Mr. Alfred Barnes: The restriction was 
imposed by the London & North Eastern 
Railway to relieve congestion caused 
mainly by a shortage of locomotive power. 
The restriction will be removed as soon 
as the congestion has been cleared. 


Railway Cheap Fare Facilities 

Mr. Edward Davies (Burslern—Lab.) on 
October 21 asked the Minister of Trans- 
port whether he was now prepared to cx- 
tend the cheap fare facilities on railways. 

Mr. Alfred Barnes: Already, since my 
announcement in July, several further 
facilities have been re-introduced, and 
others will follow as opportunity offers 
and railway capacity permits. 

Mr. Davies: Is the Minister aware that 
much more could be done, without putting 
on additional facilities, by extending cheap 
fare facilities, which are limited to Tues- 
day, Wednesday, and Thursday, to other 
days of the week? 

Mr. Barnes: I explained at the time that 
there were limitations in this respect and 
that time would have to elapse before they 
could be developed. 

€olonel Sir Charles MacAndrew (Ayr 
& Bute—C.): Can the Minister say whether 
these cheaper facilities extend to railway 
steamers on the Firth of Clyde? 

Mr. Barnes: Not without notice. 

Mr. J. A. Sparks (Acton—Lab.) on 
October 21 asked the Minister of Trans- 
port when cheap fare facilities would be 
made available to school parties desirous 
of visiting places of educational and his- 
torical interest. 

Mr. Alfred Barnes: As from August 1 
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last, cheap day return tickets have been 
available on Tuesdays, Wednesdays, and 
Thursdays, by prior arrangement with the 
railway company concerned, for organised 
parties of juveniles under the age of 18 
travelling in parties of not less than eight. 


Transport Charges 

Mr. J. Parker (Dagenham—Lab.) on 
October 21 asked the Minister of Trans- 
port whether he would appoint a small 
departmental committee of experts and 
economists to work out the principle upon 
which future rail, road, and canal freight 
charges should be based, in order to en- 
courage the transport and handling of 
commodities at the lowest real cost to the 
community consistent with the provision 
of proper standard of service. 

Mr. Alfred Barnes stated in a written 
answer: Mr. Parker’s suggestion will be 
borne in mind in connection with the Gov- 
ernment’s proposals for the re-organisation 
of transport. 


Railway Wagon Repairs 

Major H. R. Spence (Aberdeen & Kin- 
cardine Central—C.) on October 21 asked 
the Minister of Transport how many rail- 
way vehicles were lying on the Boddam 
branch line in Aberdeenshire; how many 
were capable of being repaired; and at 
what rate those repairs were being effected. 

Mr. Alfred Barnes, in a written answer, 
stated: I am informed that there are 4,189 
wagons standing on the Boddam branch 
line, of which 1,978 require light repairs 
and the remainder heavy repairs. These 
wagons will be dealt with as repair capa- 
city is available. 


G.W.R. Post-War Plans 


Preliminary consideration has been given 
by the Great Western Railway to schemes 
of improvements to passenger and goods 
stations and running-line facilities which 
would form the basis of its post-war plans. 
These schemes include many started before 
the war, and their completion would ab- 
sorb all the labour and material likely to 
be available for some time. They are:— 


North Acton-Ruislip: completion of elec- 
trified line. 

Newquay (Cornwall): rebuilding of station. 

Porthcawl branch: doubling of line between 
Cornelly and Porthcawl. 

. Pyle West loop: completion of doubling of 
ine 

Porthcawl: new station on new site to 
avoid level crossing. 

Banbury, Exeter, Oxford, Paignton, Pen- 
zance, Plymouth (North Road), Weymouth: 
completion of reconstruction and _ enlarge- 
ment of stations. 

Cannock Road: modernisation of carriage 
depot. 


Other schemes under _ consideration, 
which would be dealt with as circumstances 
permit, are:— 


Reconstruction of, or improvements to, 
eight principal passenger stations—Birming- 
ham (Snow Hill): Reading; Bath; Swindon; 
Westbury (Wiltshire); Swansea (High Street) ; 
Port Talbot; Weston-super-Mare. 

Quadrupling of line between Steventon and 
Wantage Road; Shrivenham and Swindon 
Junction ; and Swindon Junction and Wootton 
Bassett. 

Improved running-line and marshalling 
facilities at Tavistock Junction (Plymouth); 
Plymouth (Millbay); Reading; and Worces- 


er. 

Improved facilities at 31 goods stations, 
including Slough; Swansea (High Street); 
Bristol (Temple Meads and Wapping Wharf); 
Birmingham (Moor Street): Cardiff. (New- 
town); Merthyr (Plymouth Street); Dudley; 
Plymouth ; Aberdare; Llanelly ; and Avon- 
mouth. 
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_ The enlargement of Paddington Station 
is being considered by a special committee, 


Many proposals of a general and pro- 
gressive nature in accordance with medern 
development are being actively pursued in 
the interests of safety of operation, 
economy, or increase in line capacity. 

New hotels are to be erected at Swindon, 
Cardiff, Swansea, Looe, and Birmingham; 
the Grand Pump Room, Bath, is to be 
modernised; and improvements to, and 
enlargements of, the company’s hotels at 
Paddington, St. Ives, and Moretonhamp- 
stead are to be carried out. 


Institution of Railway 
Signal Engineers 


The Institution of Railway Signal En- 
gineers held a dinner and dance at the 
Paviours’ Arms, Westminster, on Septem- 
ber 27. In the absence of the President, 
Mr. H. H. Dyer (Assistant Signal & Tele- 
graph Engineer, L.M.S.R.), who is in 
America, the chair was taken by a Vice- 
President, Mr. F. L. Castle, who was 
accompanied by Mrs. and Miss Castle. 

He was supported by the other Vice- 
President, Mr. A. Moss, and Mrs. Moss, 
with some Members of Council and Past- 
Presidents, The guests of the Institution 
were Mr. J. Webb, Superintendent 
(Outdoor), Railways, L.P.T.B., and Mrs. 
Webb. Among those present were:— 

Mr. J. H. Anderson; Mr. and Mrs... T. 
Austin; Mr. R. Beaygn; Mr. P. S. Bennett; 
Mr. and Mrs. D. E. Caird; Mr. and Mrs. 
W. H. Challis; Mr. and Mrs. R. Cogger; 
Mr. and Mrs. W. A. R. Cooper; Mr. and 
Mrs. R. A. Cox; Mr. R. Dell; Mr. R. M. 
Edey and Miss Edey; Mr. and Mrs. F. 
Edwards; Mr. and Mrs. J. B. Griffiths; 
Mr. and Mrs. R. L. Griffiths; Mr. and 
Mrs. R. S. Griffiths; Mr. C. H. Griffiths; 
Mr. and Mrs. F. G. Hathaway; Mr. and 
Mrs. A. V. Hichisson; Mr. and Mrs. F. 
Horler; Mr. T. J. Hornblower; Mr. D. R. 
Lamb; Mr. T. S. Lascelles; Mr. and Mrs. 
J. P. Loosemore; Mr. and Mrs. L. W. H. 
Lowther; Mr. J. E. Mott; Mr. L. Olleren- 
shaw; Mr. and Mrs. J. W. Porter; Mr. and 
Mrs. W. F. Price; Mr. and Mrs. H. M. 
Proud with Mrs. H. Jones; Mr. J. W. 
Royal; Mr. and Mrs. W. J. Sadler; Mr. and 
Mrs. H. C. Towers: Mr. and Mrs. F. T. 
Tresize; Mr. and Mrs. C. F. D. Venning. 


After the Loyal Toast, the Chairman 
proposed the toast of the visitors, coup- 
ling with it the London Passenger Trans- 
port Board and Mr. A. J. Webb, through 
whose kindness they were to be enabled 
to see signalling installations and asso- 
ciated equipment the next day. Their 
thanks were due especially to Mr. W. H. 
Challis, Indoor Assistant to the Signal 
Engineer, and Mr. R. Dell, Signal Engi- 
neer, who had done a great deal to make 
the social evening and the visits a success. 
Mr. Castle expressed his pleasure at seeing 
members from overseas present. 

Mr. A. J. Webb, in reply, expressed 
thanks for the invitation to be present. 
He had been very happy to co-operate 
with Mr. Dell in arranging the facilities 
for the technical visits; he hoped they 
would be able tg see something of that 
of which they on "the L.P.T.B. lines were, 
he thought, rightly proud, their excellent 
signal system. 

VISITS TO INSTALLATIONS 

On September 28 a number of mem- 

bers assembled in parties at Leicester 


Square, North Acton, Finchley Road, and 
High Barnet, and were conducted by tech- 
L.P.T.B. over 

Explanatory 


nical assistants of the 
selected installations. 
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pamphlets were handed to all those taking 
art. 
PThe equipment of the Earls Court 
Signal School, which enables every form 
of working in use on the Board’s lines 
to be demonstrated, and with which 
regular instruction is given each winter, 
was one of the many items which proved 
of considerable interest. 

After the inspections, members re- 
assembled at the Paviours’ Arms for 
luncheon, Mr. F. L. Castle again occupy- 
ing the chair. Proposing thanks to the 
Board for the excellent facilities afforded, 
he coupled with it the name of Mr. R. 
Dell. 

Replying, Mr. Dell expressed the 
pleasure of himself and his colleagues at 
what they had been able to do. 


Staff & Labour Matters 


G.W.R. Employee’s Claim under Essential 


Work Order 
In the King’s Bench Division, High 
Court of Justice, before Mr. Justice 


Wrottesley, Mr. Duffield, employed by the 
Great Western Railway Company, claimed 
from the defendants, the G.W.R., the 
balance of wages alleged to be due to him 
in his capacity of locomotive fireman. The 


plaintiff joined the Taff Vale Rail- 
way Company in 1920 as an engine 
cleaner. When the amalgamations weve 


carried out under the Railways Act, 1921, 
he passed into? the employment of the 
Great Western Railway Company, and he 
remained in its service as a fireman from 
1922 to 1943. In March, 1943, he was 
reduced to the position of a shed labourer, 
but later became a steamraiser. 

The relations of the plaintiff and the 
company at the material time were 
governed by the Essential Work (General 
Provisions). (No. 2) Order, 1942, article 
IV (1) of which provided that in the case 
of a scheduled undertaking the following 
provisions should apply :— 

(d) The person carrying on the under- 
taking shall in respect of every prescribed 
period pay to every specified person 
a sum which is not less than the normal 

wage for the prescribed period if that person 
is during the normal working hours: (i) 
capable of and available for work; and (ii) 
willing to perform any services outside his 
usual occupation which in the circumstances 
he can reasonably be asked to perform dur- 
ing any period when work is not available 
for him in his usual occupation in the under- 
taking. 

The wages of a steamraiser were higher 
than those of a shed labourer, but lower 
than those of a fireman. The plaintiff 
claimed that, although he could be reason- 
ably asked to do the work of a shed 
labourer or of a steamraiser, he was en- 
titled while doing that work to his old 
wages as a fireman. The question was, there- 
fore, whether, when acting as a shed lab- 
ourer or a steamraiser, the plaintiff was still 
to be regarded as belonging to the grade of 
a fireman, and so entitled to the higher 
wages which were the normal wages paid 
to a fireman; or whether he was only en- 
titled to the lower wages which were nor- 
mally paid to a shed labourer or to a 
steamraiser. 

The defendants pleaded that by a docu- 
ment dated June 5, 1923, the plaintiff had 
agreede to certain conditions of service 
applicable to his grade of fireman. One 
of those conditions was that before being 
promoted to the grade of engine driver 
a fireman must pass an examination, and 
that if after three attempts the fireman 
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failed to pass it the defendants should 
remove him from the grade of fireman 
and employ him in some other grade. 
They said that the plaintiff had failed :n 
three attempts to pa:s the necessary exami- 
nation, and that they had therefore trans- 
ferred him to other employment in ac- 
cordance with the condition. They also 
said that the plaintiff had consented to be 
transferred to the other work, and had 
admitted that it was due to his own fault. 

Mr. Justice Wrottesley, giving judgment, 
said that it was clear that the practice 
which had been adopted in reference to 
Mr. Duffield was most salutary. A man 
unwilling or unable to qualify a, aa engine 
driver was not to be permitted to block 
promotion by occupying the only possible 
training ground. Apart, therefore, from 
the order of 1942, Mr. Duffield had noth- 
ing to complain of. As opportunity had 
oftered, he had been promoted a steam- 
raiser. 

His Lordship, having referred to the 
order of 1942, said that the national in- 
terest might require that persons should 
be kept in their employment, even though 
for part or all of the time they could 


not be employed at their usual employ- 
ment. In such a case they must obviously 
be paid, and obviously, too, they should 
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not remain idle if there were work to be 
done which they might reasonably be 
asked to do. For all such cases article IV 
(1) Ui) was apt. The fallacy in the case 
appeared to him (his Lordship) to lie in 
attempting to apply those provisions to 
the case of a man, like Mr. Duffield, the 
nature of whose job was changed in ac- 
cordance with the terms of his contract of 
employment. The order of 1942 was not 
concerned with such a case. If the change 
were not in accordance with the contract, 
or were a colourable transaction, and 
therefore in effect a termination of the 
employment, the courts could doubtless 
intervene. There was nothing colourable 
in what had happened here. 

Since article IV (1) (d), read literally, 
had a context to which it applied. and 
ample scope apart from the facts of the 
present case, there was no reason for doing 
violence to its wording. That part of the 
order did not deal with the rate of pay 
due to persons performing an ordinary 
week’s work, but only to persons for 
whom such work could’ not’ be 
found. The order only tore a_ con- 
tract up. which would otherwise contradict 
the order. The contract in the present 
case did nothing of the kind. There would 
be judgment for the railway company. 








The Central Uruguay Railway Company of Monte 
Video Limited 


The ordinary general meeting of the 
Central Uruguay Railway Co. of Monte 
Video Ltd. was held at River Plate House, 
London, E.C.2, on October 29.  Brig.- 
Generali F. D. Hammond, C.B.E., D.S.O., 
Chairman of the company, presided. 

In the course of his statement issued 
with the report and accounts, the Chair- 
man said that the company had increased 
its rates and fares on August 1, 1945. 
As a direct consequence of. this, gross re- 
ceipts increased for the year under review 
by £220,197, or 12 per cent. 

It was significant that this was accom- 
panied by a drop of 6.86 per cent. in the 
total tonnage of goods carried, and goods 
traffic provided more than half the gr ss 
receipts. This was due mainly to natural 
causes. Apart from linseed, there was a 
poor cereal harvest owing to drought. 
Locusts also made their unwelcome ap- 
pearance. The overall tonnage of wool 
exported was lower than in the previous 
year and for this lower tonnage there was 
increased competition by road. These 
facts showed that the transport of no com- 
modity was hampered by the increase in 
rates, a striking proof that these were 
justified, which was further borne out in the 
case of passenger fares by the fact that an 
increased number was carried. 

On the expenditure side, excluding the 
provision for renewals, there was an in- 
crease of £19,175 or 1 per cent. That this 
increase was not much larger was due to 
a saving in the cost of locomotive fuels 
of £80,134. Not only was there a reduc- 
tion in the cost of fuel oil, but the com- 
pany was able to get more of it, which 
enabled it gradually to eliminate the sub- 
stitute fuels, of which wood in particular 
was costly in operation. As against this, 
there were heavy increases in wages, which 
were no longer negotiated directly between 
the railway and its men, but fixed by 
official salary boards. Also general 
materials, as expected, showed a consider- 
able increase in cost. 

In the final result the revenue accwunt, 
after allowing £300,000 on account of re- 


newals provision in place of £325,000 last 
year, showed an operating surplus of 
£241,656, compared with £15,634 last year. 
The year 1945-46 had thus been much 
better than its predecessor. But competi- 
tion by road during the war was much re- 
duced owing to shortage of petrol, diesel 
oil, tyres, and spare parts. Now it had 
already restarted and was making its pre- 
sence felt. The railway was very suscep- 
tible to this form of competition because 
its longest haul was only 350 miles, and 
the average haul for goods traffic only 
103 miles. 

Competition by river for the Brazilian 
traffic also fell away during the war, but 
had reappeared. Locusts had been re- 
ported again in the north. For all these 
reasons a falling-off in gross receipts must 
be expected. 

At the same time they must expect a rise 
in costs. There had been in the current 
year an increase in the basic cost of oil 
fuel, and it was probable that there would 
be further rises in the cost of materials. 
For some time, a marked feature had been 
the steep rise in the cost of living and the 
scale of wages, the one reacting on the 
other with the natural result that there had 
been constant labour disturbances, and 
so a fruitful field had been provided for 
the professional agitators who eagerly took 
advantage of it. 

The Chairman recalled that he had 
visited the railway last winter and carried 
out a thorough inspection of all branches 
and phases of working. What he saw 
showed clearly that, despite the wartime 
difficulties of bad fuels, shortage of 
materials, and inferior substitutes the ser- 
vice had been maintained to a high stan- 
dard of efficiency which reflected great 
credit on the whole staff. 

In recent statements he had had to dwell 
on the urgency of relaying the Nico Perez 
line. At last they had been able to make 
substantial progress with this. Special 
mechanised methods had been evolved and 
by these means the work was carried out 
economically and expeditiously. During 
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the year 694 km. of track were renewed, 
leaving approximately 118 km. to be relaid 
during the current year. This would com- 
plete the programme, but to do so would 
depend on whether or not the company 
received the last 40 km. of rail, and the 
export of rails recently had been heavily 
curtailed by the British Government. This 
programme would naturally throw a heavy 
cash burden on the company, which, how- 
ever, would be eased to a certain extent 
by the good results of the past year. 

In conclusion, on behalf of the board, 
he expressed thanks to the General Man- 
ager, Mr. H. H. Grindley, and staff in 
Uruguay, as well as to the Secretary and 
members of the London staff for the first 
class work which had been done. 

The report and accounts were adopted. 


Notes and. News 


Foreman Required.—A foreman is re- 
quired by manufacturers of railway 
switches and crossings to take full charge 
of rail planing and machine shop. See 
Official Notices on page 511. 


Madras Railway Annuities.—It ‘s noti- 
fied in The London Gazette of October i8 
that a total sum of £7,009,296 19s. 3d. is 
now invested for the purpose of providing 
a sinking fund in respect of the annuities 
class “ B.” 


North British Locomotive Co. Ltd.— 
The Ministry of Supply has placed con- 
tracts with the North British Locomotive 
Co. Ltd., for 1,192 sets of oil-burning 
equipment for British passenger and goods 
locomotives, complete with firepans, brick- 
work, firedoors, manifolds, steam and oil 
valves, piping, and so on, and also for 715 
oil tanks complete with heaters, etc. 


Southern Railway Cross - Channel 
Steamer Launched.—A new Southern 
Railway cross-Channel vessel, the Falaise, 
was launched on October 25 at the yard 
of William Denny & Brothers Ltd., of 
Dumbarton, by Mrs. David Stephens, 
daughter of Colonel Eric Gore Browne, 
D.S.O., Chairman of the Southern Rail- 
way. The Falaise is a 3,600-ton oil-burn- 
ing steamer, intended primarily for the 
traffic to the Channel Islands, but will be 
suitable also for the Dover, Folkestone, 


Press Conference at Liverpool Street, 
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and Newhaven services, or for short sea 
cruises. The ship, which will be equipped 
with radar, has accommodation for 1,460 
passengers and crew, and a speed of about 
20 knots. There will be berths in private 
cabins for 275 passengers and the Denny- 
Brown stabiliser will be fitted to “steady ” 
the ship in inclement weather. The Falaise 
will be brought into service next Spring. 


Agreed Charges.—Applications for the 
approval of 58 further agreed charges 
under the provisions of Section 37 of the 
Road & Rail Traffic Act, 1933, have been 
lodged with the Railway Rates Tribunal. 
Notices of objection must be filed on or 
before November 12 next. 


Trentham Gardens Station.—We have 
been advised by the L.M.S.R. that Trent- 
ham Park Station has been re-named 
Trentham Gardens as from October 7. 
This station is situated on a short branch 
from the Colwich to Stoke-on-Trent line, 
at Trentham, and is used only as required 
for excursion traffic. 


Road Hauliers and Nationalisation.—- 
The Rt. Hon. Lord Teynham, speaking 
at the “Carry on Road Transport” ex- 
hibition in London, asserted that the road 
transport industry would stand or fall by 
a public inquiry. Nationalisation would 
slow down the whole organisation of the 
industry, and with it the general life of 
the country. The Road Haulage Asso- 
ciation’s reply to the T.U.C. report on 
transport is given in a publication entitled 

The Challenge of Tomorrow’s Trans- 
port” which envisages co-operation and 
co-ordination of all transport and com- 
mends as a basis the proposals of the 
Road-Rail memorandum of July last. 


Rebuilding of Great Western Signal 
Works.—The G.W.R. Signal & Telegraph 
Works at Reading is to be rebuilt on the 
existing site and re-equipped, at a cost of 
£300,000. It will be all under one roof, 
with top lighting in all working depart- 
ments, modern layout to facilitate efficient 
and economic production and repairs, and 
up-to-date canteen facilities. The works 
is one of the largest of its kind in the 
country. In addition to making the 
mechanical signalling devices and asso- 
ciated electrical equipment used, special 
types of telephones and telegraph instru- 


L.N.E.R. 





Sir Ronald W. Matthews, Chairman, L.N.E.R., explaining the L.N.E.R. 
alternative scheme to nationalisation (see our October 18 issue) 
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ments, automatic train controi apparatus 
and repairs to all clocks, watches, and 
time recorders, the Signal Department js 
responsible for the maintenance of £14 
millions of equipment installed on the 
G.W.R. lines and in stations and offices, 

Brockenhurst Refreshment Room Explo- 
sion.—An inquest was held at Lymington 
on October 24 on the man killed by the 
explosion at Brockenhurst Station refresh- 
ment room, Southern Railway, on Octo- 
ber 21 (reported in our October 25 issue), 
The Coroner, who recorded a verdict of 


British and Irish Railway 
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Prices 
ou win 
Stocks Se ts Oct. | p 
x ~ 29, Fall 
1946 - 
G.W.R. | 
Cons. Ord. ... | 608 47} 583 
5% Con. Pref. 1244 1044 119 + 3 
5% Red. Pref. (1950) 107% Ol} 106} + | 
5% Re.Charge _.... 1373 | 120 133$ |+ 3 
5% Cons. Guar. ..., 1354 117 1324 + 3 
4% Deb. sn oe) 118 106 123 + 4 
44% Deb. ... ose] 00R 108 123; |4+ 4 
44% Deb...) 1244 | HENS | «1274 + 2 
5% Deb ~—_ wa. wae eae + 2 
24% Deb 83 744 93; + | 
L.M.S.R 
Ord. ot 234 | 294 4 
4% Pref. (1923) ood 50 614 + 
o Pre 803,| 694 | &4 1 
53° Red. Pref. (1955) 106 994 | 1044 — 
4% Guar. .. 106 97 IC74 + 2 
4°, Deb. 110 102 | l4; [+ 2 
5% Red. Deb. (1952) 110 1034 1C6} 
L.N.E.R. | | 
5% Pref. Ord. * es 84 54 | 5St _ 
a . ans 4 23 | 24 
© First Pref, ---| 623 | 494 | 58 
48 Second Pref. 33 244 =| #274 q 
33 0 Red. Pret. (1955). 103 96 «=| «(101 + | 
% First Guar. eee} 1045 95 | 6s | + IY 
48 Second Guar. .... 97 894 | 100 + + 
3% Deb. oxa eee} 919 82; | 10 —- 4 
~ Deb é 1094 101 | 114 + 2 
33° Red. Deb. (1947) | 1034 100 | (99 
44% —e Fund 
Red. Deb | 106% 103 | IC7} + | 
SOUTHERN 
Pref.Ord. ... wee] 794 63 | 754 
Def. —- R cast” a 205 | 223 |+ 3 
5% Pref. 1244 104 119 + 4 
30? Red. Pref. (1964) 117 107, | 1134 1+ 3 
fo Guar. Pref. -»-| 1353 117 132; |+ 3 
Yo Red. Guar. Pref. | 
sh 957) oie 117 1064 | 1134 1 
4% Deb. “ee I 117 1044 | 123 + 4 
5% Deb. wae ose] 097 124 «| Is7$ [+ U4 
4% Red. Deb. (1962- | | 
GF) ... <a oval UE 1044 1124 | 
4%, Red. Deb. (1970- 
80)... ee eee] DESY 104 1124 |+ 1 
FORTH BRIDGE 
4% Deb. ° -| 106 | 103 | 169 3 
4% Guar. ... «| 106 | 101 oa + | 
L.P.T.B. | 
+ Pan ool 125 «=| 007 1314 |+ 1 
135 | 127 «| 1414 2 
° Guar (1967- 72)... 100 974 | IL7} 2 
125¢ | 115 | 1264 |+ 2 
en sie «| 7 | SB | Gag [+ 4 
MERSEY 
Ri: as fet ee a oe jt | 
3% Perp. Pref. os) Fan + | 7% }+'2 
4% Perp. Deb. «| 1044 | 104 | Itt [+ 5 
3°, Perp. Deb. | 84 | 784 | 87 |+ 2 
IRELAND* | 
BELFAST & C.D. | | 
Ord. ... .| Bb | 6 | mm! — 
G. NORTHERN | | | 
Ord. ... owt 2 | 244 37 - ¢+ 
Pref. ... ie «| S2$ | 423 59 3 
Guar. isp «| 80 | 1 we } - 
Deb. ... ais al SR |} Ce 1 86 | 
| 
IRISH TRANSPORT | _ | 
Commen _... — | 18/104)+ If 
3% Deb. ot he | oa i+ 2 
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FOREMAN required by manufacturers of Railway 
Switches & Crossings, etc., to take full charge 
of Rail Planing and Machine Shop. Must be a 
good organiser and have had recent experience in 
a similar capacity. Good wage for a suitable man. 
Full particulars to Box 27, 
33, Tothill Street, Westminster, 


The Railway Gazette, 
S.W.1. 


T HE RAILWAY SYSTEM OF JAMAICA. A 
general description of the system and its traffics, 
with an account of economic problems; the motive 
power used; and some features of operation. By 
H. R. Fox, B.Sc., .-Inst.C.E., General Manager, 
Jamaica Government Railway. Reprinted from The 
Railway Gazette, January 5 and 12, 1945. Price Is. 
Post free 1s. 2d. 
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OFFICIAL NOTICES 


STATION DESIGN. A striking example of modern 

British practice at the important wayside station 
of Luton. Reprinted from The Railway Gazette, 
July 7, 1944. Price 1s. Post free 1s. 2d. 


B RITIsH WORK ON PERSIAN RAILWAYS. 

The achievemcnts and difficulties of the R.Es. 
during the 15 months in which they laid the founda- 
tion for effective aid to Russia. Reprinted from 
The Railway Gazette, February 2 and 16, 1945. 
Price 1s. Post free 1s. 2d. 


PERSPECTIVE VIEW OF LOCO- 
FRONT E END. A notable drawing of 
class ‘**7P”’ 4-6-2 locomotive of the latest 
Reprinted from The Railway Gazette, June 15, 
Price 2s. 6d. Post free 2s. 


SECTIONED 
OTIVE 
L.M. ‘. R. 


type. 
1945. 


E NGINEER required by specialist firm developing 

railway business. Experience in locomotive and 
rolling stock design and railway practice desirable. 
Salary, £1,000 p.a., minimum according to qualifica- 
tions.—Apply by letter only, stating qualifications. 
Box No. 23, The Railway Gazette, 33, Tothill Street. 
Westminster. London, S.W.1. 


THE Hunslet Engine Co. Ltd., Leeds, are urgently 
requiring the services of ‘Senior Draughtsmen. 
Men with Locomotive experience preferred but not 


essential provided applicants can satisfy require- 
ments. Prospects of continuous work with good 
working conditions and canteen facilities —Apply, 


125, Jack Lane, Leeds 10. 








death by misadventure, said that the ex- 
plosion was caused by gas rising from a 
cylinder in the cellar and coming into 
contact with a gas- ring flame in the buffet. 
He said it was quite evident that there had 
been a certain amount of slackness in 
changing the cylinders, which was under- 
taken by various people, and he could see 
that if a girl did the job she might not 
have the strength to make the union quite 
tight enough. 


Institute of Transport Anniversary Lun- 
cheon.—The Anniversary Luncheon of the 
Institute of Transport will be held on 
November 5 at the Connaught Rooms, 
Great Queen Street, W.C.2. The principal 
guest will be Mr. G. R. Strauss, M.P., Par- 
liamentary Secretary to the Ministry of 
Transport. 


Sale of the Mexican Railway.—At an 
extraordinary general meeting of the 
Mexican Railway Co. Ltd. on October 17, 
the contract for the sale of the line to 
the Mexican Government was ratified. For 
a purchase price of ps. 44 million (approxi- 
mately £2,110,000), the Mexican Govern- 
ment is acquiring all the physical assets of 
the railway, excluding cash in nand, de- 
posits by the company, and certain other 
moneys, charges, and outstanding accounts 
which the company is entitled to hold or 


collect. Mr. Vincent W. Yorke, Chair- 
man of the company, announced at the 
meeting that the trustees of the 6 per cent. 
debenture stock, the 44 per cent. deben- 
tures and the registered “A” and “B” 
stocks had all agreed to recommend to the 
holders of those securities that, out of the 
net sum which becomes available for dis- 
tribution to them, there should be allo- 
cated to the holders of the first and second 
preference stocks and the ordinary stock 
an amount equal to 5 per cent. of such 
net sum, with a maximum of approxi- 
mately £100,000. If 5 per cent. of the net 
sum becoming available is less than the 
proposed maximum, the amount proposed 
to be allocated to the preference and ordi- 
nary stockholders would be reduced pro- 
portionately. So far ps. 20,000,000 of the 
purchase price has been received from the 
Mexican Government in two instalments. 


Organisation and Scope of Chief Civil 
Engineer’s Department.—At the meeting 
of the Southern Railway Lecture & Debat- 
ing Society held on Thursday, October 24, 
at the Chapter House, St. Thomas Street, 
S.E.1, Mr. V. A. M. Robertson, C.B.E., 
M.C., Chief Civil Engineer of the South- 
ern Railway, gave a lecture on “The 
Organisation, Framework, and Scope of 
the Chief Civil Engineer’s Department.” 
The subject was dealt with comprehen- 


Mr. C. E. R. Sherrington at Montreal 





Mr. C. E. R. Sherrington, Secretary, Railway Research Service, being 
greeted by Mr. A. A. Gardiner, General Passenger Traffic Manager, 


Canadian National Railways, on arriving at Montreal. 
Metcalf, Execut.ve Assistant to the President, is on the left. 
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Sherrington recently visited Canada and the United States as Liaison 
Officer between British and overseas railways 
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sively, and was well illustrated with lan- 
tern slides. A sound film depicting the 
laying of pre-assembled track on a section 
of the Southern Railway was included in 
the programme. The audience was large 
and appreciative. Sir Eustace Missenden, 
O.B.E., General Manager, presided, and 
was supported by Mr. John Elliot, Deputy 
General Manager, and other chief officers 
of the company. A vote of thanks to the 
speaker was proposed by Mr. C. M. Cock 
and seconded by Mr. H. A. Short, M.C. 
iA the conclusion of the meeting, a 
cheque, subscribed for by members of the 
society, was presented to Mr. S. A. Carter, 
who had been Secretary since 1937, but 
had been compelled to relinquish this 
office on his appointment to the Olley Air 
Service as Commercial Manager. The 
presentation was made by Sir Eustace 
Missenden, who spoke of the good work 
put in by Mr. Carter, with special refer- 
ence to his energy and enthusiasm in get- 
ing the society re-started after the war 
years. 


Vickers Train Lighting Co. Ltd.—At an 
extraordinary general meeting of the 
Vickers Train Lighting Co. Ltd., held on 
October 14, the following resolution was 
passed as a special resolution:—‘“ That by 
reason of the fact that the company has 
disposed of its business of suppliers of 
train lighting equipments, it is convenient 
that the company be wound up, and it is 
hereby resolved that the company be 
wound up voluntarily and that Mr. Victor 
Frank George Pritchett, of No. 6, Broad- 
way, Westminster, S.W.1, be and is hereby 
appointed liquidator for the purpose of 
such winding-up.” 


Southern Railway Film.—At the Empire 
Cinema, Southampton, on October 18, a 
Southern Railway film, entitled “ Port of 
Achievement,” a record of Southampton 
Docks in wartime, was shown to a large 
audience, which included Service officers, 
officials of shipping companies, and dock 


workers. Mr. R. P. Biddle, C.B.E. (Docks 
& Marine Manager, Southern Railway) 
welcomed the audience, and Mr. C. 


Grasemann (Public Relations & Adver- 
tising Officer, Southern Railway) ex- 
plained some of the difficulties in making 
the film. Also shown was “ Bundles for 
Berlin,” a film of the women of the 
Southern Railway during the war. 








Forthcoming Meeting 


November 12 (Tues.).—The Institution of 
Civil Engineers (South Wales and 
Monmouthshire Association), at 
South Wales Institute of Engineers, 
Park Place, Cardiff. 6 pm. “The 
Port of Cardiff—its Conception and 
Development, 1830-1946,” by the 
Chairman (Lt.-Colonel P. H. 
Edwards, R.E. (S.R.), M.Inst.C.E. 
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Investment buying has continued to 
dominate stock markets, and further gains 
in leading industrial, banking, and insur- 
ance securities have been recorded, the 
acvance in British Funds stimulating de- 
mand for good class investments giving 
a higher return than gilt-edged stocks. 
Buying was less aggressive and more se- 
lective than at the end of last week, and 
the tendency in gilt-edged became some- 
what less firm, although with one or two 
exception’, notably 2} per cent. Consols 
which lost 3s. 9d., recent substantial gains 
were fully held. Switching from long- 
dated into shorter-dated stocks was .e- 
ported. The impression gained ground 
that holders of Local Loans who have de- 
cided to sell and reinvest in higher yield- 
ing :ecurities may have completed these 
transactions. 

Home railway prior charges continued in 
steady demand because yields are still at- 
tractive bearing in mind their investment 
‘tatus, and prices record further good 
gains. Moreover, in most cases they have 
a “free” market, unlike many debentures 
and preference shares of leading indus- 
trial companies which buyers have found 
1o be in very short supply. Imperial 
Chemical, Dunlop Rubber, and other 
ordinary or equity shares have not held 
best levels, but very little selling was in 
evidence. The tendency for prices to ease 
was attributed mainly to the assumption 
that investment demand can hardly be ex- 
pected to continue at the pace recently in 
evidence. 

Shares considered to have bonus pros- 
pects continued to attract attention on 
the possibility that the ban on _ share 
bonuses may be modified. The outstand- 
ing movement was in British Electric 


Traffic Table 


Rai!ways Miles Week 
open ended 
/ Antofagasta ... as seu 834 20.10.46 
Arg. N.E. - ca ‘ne 753 19.10.46 
Bolivar ie wis a 174 Sept., 1946 
Brazil ... ee ais ons - 
B.A. Pacific ... sii oval eee 19.10.46 
B.A.G.S. m= vie ..-| 5,080 19.10.46 
B.A. Western... a evel Rae 19.10.46 
Cent. Argentine nas ---| 3,700 19.10.46 
8 Do. bes ne 
<= | Cent. Uruguay os << | oe 19.10.46 
£|CostaRica ... «. | 262 | July, 1946 
< Dorada ote was ei 70 Sept., 1946 
= Entre Rios... ri «| 808 19.10.46 
5, G.W. of Brazil So --.| 1,030 19.10.46 
§\ Inter. Ctl. Amer. ... | 794 |S ept., 1946 
UO La Guaira see és ves 223 Sept., 1946 
o& | Leopoldina ... cox oes! O98 19.10.46 
< | Mexican ain aes 483 31.5.46 
S | Midland Uruguay ane oe 319 Sept., 1946 
& | Nitrate rome eee 382 15,10.46 
N.W. of Uruguay ans an 113 Sept., 1946 
Paraguay Cent. bai oo. 274 18.10.46 
Peru Corp. ... _ «| 1,059 | Sept., 1946 
Salvador ass ip san 100 July, 1946 
San Paulo ses sat see 1534 
Chee os nt ons 156 = Sept., 1946 
United of Havana... oon] 1,908 19.10.46 
\ Uruguay Northern ... én 73 Sept., 1946 
LJ 
% J Canadian National -++| 23,482 | Sept., 1946 
© \ Canadian Pacific -| 17,037 21.10.46 
UO 
Barsi Lightt ... bis one 202 |Sept., 1946 
Beira ... Sas eos 204 | Aug., 1946 
m Egyptian Delta ant oes 607 10. 10.46 
3} Manila ane ans — 
2] Mid. of W. Australia... eee 277 ~~ Aug., 1946 
& ) Nigeria ee eee! 1,900 | July, 1946 
>| Rhodesia... .. +) (2,445 | Aug., 1946 
South African - 13,323 21.9.46 
Victoria bn ote ss, 4,774 May, 1946 
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Railway Stock Market 


Traction deferred stock, which on balance 
has risen nearly £150 at £1,255, helped 
by the special interim payment by Birm- 
ingham & Midland Omnibus. Thomas 
Tilling further strengthened to 57s. 3d. 
There was a sharp advance to 55s. in 
Northern General Transport, while among 
other transport issues, Aldershot & Dis- 
trict were 55s. but generally few shares 
were available. Colliery shares continued 
in favour, and elsewhere a feature was 
buying of Birmid Industries and James 
Booth on talk that the steel shortage is 
likely to increase demand for aluminium 
alloys and castings. Beyer Peacock at 


22s. 6d. responded to higher dividend 
hopes. 

Home railway junior stocks turned 
easier, demand tending to fall off, but 


declines were moderate compared with 
the gains recorded in recent weeks. The 
assumption is that before long the search 
for attractive yields is likely to give a 
further stimulus to demand. Granted that 
because of nationalisation uncertainties 
it is prudent to class the ordinary stocks 


as speculative, preference stocks, such as 
L.M.S.R. senior and 1923 preference, 
L.N.E.R. first preference, and Southern 


preferred, can be regarded reasonably as 
combining good investment merits with 
capital appreciation possibilities. There 
has been good institutional as well as pub- 
lic investment demand for debenture and 
senior preference stocks this week, which 
as a result recorded further good gains 
on balance. 

Compared with a week ago, Great 
Western has eased further from 583 
to 584, but the 5 per cent. preference ad- 
vanced from 115 to 119, the guaranteed 
stock from 129 to 132, and the 4 per cent. 
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debentures from 118} to 122. L.MSR. 
ordinary at 294 was 4 better on balance, 
the senior preference further rose from 
824 to 834, the 1923 preference from . 
to 614, the guaranteed stock put on 14 
1074, and the 4 per cent. debentures Bib. 
up from 112 to 1144. 

Southern deferred at 223 was the same 
as a week ago, but on balance the pre- 
ferred gained + at 754, the 5 per cent. 
preference rose to 1194, the 4 per cent. 
debentures to 122, and the gore 
stock at 131 again moved igher, 
L.N.E.R. first and second nln 274 
and 58} respectively, were virtually the 
same as a week ago; but the guaranteed 
stocks moved higher again and the 4 per 
cent. debentures have risen from 112 to 
114. London Transport senior stocks were 
again higher and a feature was a jump 
from 584 to 63 in the “C” stock on the 
proposed fare adjustments. Metropoli- 
tan Assented also improved to 57. 

Argentine rails attacted increased atten- 
tion, particularly debenture stocks, which 
were favoured on investment merits and 
yield considerations, hopefulness _persist- 
ing as to the outcome of the latest dis- 
cussions in Argentina. Ordinary - stocks 
were also better, particularly Buenos 
Ayres Western at 174 on expectations of 
improved results for the past financial 
year. Buenos Ayres Great Southern 4 
per cent. debentures rose further to 834, 
Central Argentine 4 per cent. debentures 
were 784 and Buenos Ayres & Pacific 1912 
debentures 58. 

San Paulo at 106 was a point down on 
balance, but the latest traffics attracted at- 
tention to Antofagasta, the ordinary rising 
to 114 and the preference stock to 514. 
Nitrate Rails shares also improved to 75s. 


and Stock Prices of Overseas and Foreign Railways 


Traffic for week 3 Aggregate traffics to date vrices 
vu 
s Totals ~~ on | e. 2 
Inc. or dec. 6 Increase or 22 | of | 2 
Total A Stock on tn | O- 
- compared 6 decrease On = | 
this year with 19445 | 2 1946/7 1945.6 oa a FT 4 
£ £ £ £ £ 
50,540 23,720 | 42 1,398,100 1,252,060 146,040 | Ord. Stk. | 12 82 OI 
ps.274,800 ps.10,400 | 16 __ ps.5,000.600 ps.4,896 006 ps. 104,600 ” 10 | 53] 16 
4314 — 354 | 39 38,409 44,105  — 5,696 |6p.c.Deb.. 84 | 5¢ 6+ 
— Bonds | 25 17 | 294 
ps.2,300,000 | +ps.445,000| 16 ps.34,828,C00 | ps.31,629,000 | + ps.3,199,000 | Ord. Stk. el ae 8} 
ps.2,873,000 +-ps.341,000 16 ps.51,270,000 | ps.49,086,COO | + ps.2,184,000 | Ord. Stk. 133 | 104 134 
ps.1,131,000 | +-ps.160,00C 16 ps.18.8.4,000 ps. 17,649,C00 | + _ps.985,000 ” | %) I7 
ps.2,804,640 | +ps. 45,190 16 ps.49,417,695 | ps.48,651,050 ps.766,645 ote 34 | a a 
; | 3 
33,450  — 3,317 | 16 563,101 546,514 16,587 Ord. Stk. 7+ | 9 
37,093 6,000 4 37,093 31,093 6,000 | Stk 164 | 13 13 
23,100 6,700 39 279,875 273,135 t 6,740 | | Me. Deb. 103 102 1024 
ps.392,0C0 ps. 300 16 ps.6,646400 ps. 6,687,500 | — ps. 41,400 | Ord. Stk. 7+ 44 7 
35,800 4,800 42 1,174,000 1,026,900 | + 147,100 | Ord. Stk. | 30/— | 23/6 | 23 
$721,193 $105,470 | 39 $8,024,842 $6,667,641 + $1,157,201 - — — 
5,949  — 793 | 39 51,99 56,245 | — 4,276 |5p.c.Deb.| 78 70 58 
66,356 654 42 2,521,823 2,208,674 | + 313,149 | Ord. Stk. 44 34 4 
ps. 1,464,000 +-ps.459,100, 22 | ps.,7,706,2C0 _ ps.13,441,600 | + ps.5,220,200 | Ord. Stk. 4 + 1 
21,699 | + 2,970 13 61,668 5 661 6,007 _ — | — 
13,413 + 5,005 41 167.893 146,086 21,807 Ord. Sh. 75/6 | 67/6 | 72/6 
6,013 1,441 | 13 17,594 15.755 | + | ,839 — _ - 
72,720 + G13.716 | 15 G981,165 $978,136 | + G3,029 | Pr. Li. Stk. i ee 
155,779 16,149 | 13 476,463 - oe t nye Pref. 103 ” 10 
82,000 | — c1l3, 5 c82,C00 c95, _ cl3, _— — | | - 
_ - — -- - Ord. Stk. | 603 504 105 
6,210 | + 3,745 | 13 13,260 6,665 | + 6,595 | Ord. Sh. | 17/- | 10/6 | 23/9 
46,323 — 2,871 | |é 836,943 723,162 | + 113,781 | Ord. Stk. 3; | 2 
1,203 | — 442 | 13 3,809 5,042 | — 1,233 _ — js) - 
8,607,000 _— 252,500 | 39 72,529,500 81,830,000 | — 9,300,500 — _ —}- 
1,554,250 | — 56,750 | 42 57,977,C00 63,822,250 | — 5,845,250 | Ord. Stk.| 24 | 148 | 17% 
| 
15,112 | — 1,500 | 26 144,427 131,265 | + 13,162 | Ord. Stk. | 131 123 | 112¢ 
92,426 + 16,315 | 48 859,846 846,863 + 12,983 — — | ee 
20,155 4,848 | 23 272,454 27, g00 + 14,654 Prf. Sh 10 8% 5+ 
- - _ _— B. Deb. 71 554 | 67 
15,452 — 251 9 29,947 29, 470 477 | \Inc.Deb. 974, 85 70 
369,411 | + 332,848 | 18 1,490,315 874,172 616,143 — -- _ 
484,152 — 21,858 48 5,633,516 5,552,568 80,948 — _ _ - 
1,201,402 + 136,752 , 25 27,739,471 24,819,892 y 3 919, 579 -- — — - 
1,351,280 4,246 | — — -- — — _ - 


t+ Receipts are calculated @ Is. 6d. to the rupee 
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